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Saturday, November 22, 1851. 


Railroad Convention at New Haven, 

On Wednesday, the 12th instant, a convention 
of the friends of the air line railroad, between New 
York and Boston, was held at New Haven. The 
meeting was called by the Mayors of the cities of 
New Haven and Middletown, and Hon. C. R. Al- 
sop, President of the proposed road, in pursuance 
of votes of the Common Councils of the cities of 
New Haven and Middleton, and of the directors of 
the New York and Boston railruad company. 

The object of the convention was to call public 
attention to the importance of the proposed work, 
and to secure additional subscriptions to the capi- 
tal stock. The sum of $800,000 has already been 
subscribed. It will require about $3,00,000 to com- 
plete the road. There was a very large number of 
persons in attendance from New York, Boston and 
the towns along the line of the proposed road.— 
The convention was organized by the choice ot 
the following officers:—President, Hon. A. N. 
Skinner, Mayor of New Haven; Vice Presidents, 
Hon. Benj. Douglass, Mayor of Middletown ; Hon. 
N. P. Wilder, of Boston; Professor W. C. Fow- 
ler, of Amherst, Massachusetts; Wedworth Wads- 


wortrh, of Dunham; Secretaries, Alfied H. Terry, 
Esq., of New Haven; Dennis Sage, of Middle- 
town. 


After the organization was completed, the con- 


38] vention was first addressed by the Mayor of New 


Haven, who congratulated them upon the large 
audience that had assembled, and the deep interest 
taken in this great work, the New York and Bos- 
ton railroad, commonly called the airline. He 
said that the people of New Haven were not so ex- 
cited upon the subject as its friends from other 
towns. This was not owing to their want of inte- 
rest in the undertaking, but to the variety of other 
projects they had been called upon to carry into ef- 
fect. He hoped they would now offer the enter- 
prise their warmest support and encouragement.— 
He said that New Haven had been hitherto cut off 
from the eastern part of the State, but this would 
no longer be the case. The road which was now 
in contemplation would pass directly through that 
portion of the State, which would be a great thing 
for Middletown and other towns, in a business 
point of view; but it would be still greater as re- 
gards the interests of literature, morality, and re- 
ligion. ‘The travel between New York and Bos- 
ton would pass over this route, because it was the 
shortest and most direct. There was no doubt, 
then, that the line would command a large amount 
of business, just in proportion as it would contri- 
bute to the advancement of human happiness. 


Hon. C. R. Alsop, President of the road, was 
then called upon. He said that it had been pro- 
posed to establish a direct line of railroad between 
the great cilies of Boston and New York. Every 
improvement in steamboats and railroads, by which 
distance can he shortened, is regarded as of great 





productive in loca) business as any in New Eng- 
land. The various miscellaneous productions— 
the handicraft, the agricultural, and the mechani- 
cal of every kind—were as fully developed as in 
the vicinity of any line in Massachusetts. There 
was a larger amount of cotton, woul, boots and 
shoes manufactured on lhe first 30 miles of line 
than in any 30 miles of line in New England, ex- 
cepting the line embracing Boston and Lowell, 
there being but 26 miles between those cities.— 
The local business of the rvuad_ he thought, would 
afford it ample support, but the lateral business 
would afford it still greater support, and the thro’ 
business which would pass over it, in consideration 
of its being at least 28 or 30 miles shorter than any 
other route between Boston and New York, would 
crown all, while the saving of expense in the 
building of that 30 miles of railroad would be 
equal to the interest of the entire one-third of the 
capital. 

Hon. Albert Smith, from Maine, next addressed 
the convention. He said that the State of Maine 
was among the three first in. the Union for com- 


jmercial importance, and built more steamships 
‘and merchant vessels than any three States.— 
'Three-quarters, if not seven-eighths, of these mer- 
‘chant vessels were for merchants of New York and 
Philadelphia. There was a constant travel, there- 
fore between those States and Boston. He said 


that nearly all the ships built in Maine were built 
from the timber of other States, such as Maryland 


‘and Virginia. The travel, therefore, to the State 


of Maine alone would pay the expenses of this rail- 


\road, and a handsome profit besides. 


; Hon. Mr. Russell, of Boston, Professor Silli- 
\man, of Yale, and Professor Fowler, of Amherst 


advantage to the whole public. This road when|Cojjege, followed in order. Mr. Russel alluded 


completed would be the great highway of the east| 


and south, and also of the west, when its connec- 
tion with the Erie road should be established.— 
This being the most direct route, it would change 
the direction of travel, through the State of Rhode 
Island. Various other lines that were projected 
and were supposed to be antagonistic to the line 
would prove to be only feeders, and their construc- 
tion should be hailed as the greatest advantage. 
Mr. Amidon, who next addressed the convention, 
thougkt the new line would prove a good business 
road; for he had examined the country through 





which it was to run, and found it to be as rich and 


to the cheapness of the road, the whole expense of 
which would not be equal to that of tunnelling 4 
miles of the Hoosic railroad. He thought it would 
be profitable, because cheap. The saving of time 
was also a great consideration. Many of the 
routes that are at present constructed, are built with 
reference to this; as, for instance, the European 
and North American railroad, to save the time now 
occupied in the passage of the steamships, and the 
Hudson River Railroad, constructed along one of 
the most beautiful and navigable rivers in the 
world, in order to shorten the time between New 





York and Albany. Professor Silliman spoke of 
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the greater prosperity, and the superior intelligence 
which prevailed in those countries where railroads 
were numerous. He contrasted the miserable con- 
dition of the people in those parts of Italy, particu- 
larly the Pope’s dominions, where railroads did not 
exist, with that of the inhabitants of Tuscany and 
Lombardy, where railroads prevailed. 

After the addresses were concluded, the following 
resolutions were unanimously adopted : 

Resolved, That in the opinion of this convention 
the public interest imperatively demands the con- 
struction of the shortest possible railroad route be- 
tween New York and Boston, whose lines of steas 
mers form the regular communication of this con- 
tinent with Europe. 

Resolved, That the local business on the line of 
this road would alone justify its construction. 

Resolved, That the following reasons, in the 
opinion of this convention, fully warrant the be- 
lief, that the stock of this road must necessari- 
ly prove one of the most productive of any in this 
section of our country : 

Ist, It is the shortest possible route between the 
two great commercial emporiums of the north. 

2d. Its unity under one board of directors. 

3d. Its numerous tributaries, bringing Worces- 
ter, the great railroad centre of Massachusetts, 
some 20 miles nearer to New York than by any 
other existing roads; the Hartford and Providence 
road, affording to the inhabitants west of Willi- 
mantic along its line from Hartford, the shortest 
road, by about 14 miles, to Boston, and to the coun- 
try east of Willimantic from Providence, a route to 
New York, some 12 miles less than by any other 
road; the New London and Palmer road, with its 
business, to New Haven and New York. 

Ath. Its cost of construction being estimated at 
$3,000,000, only one-third of the cost of the present 
land route from New Haven:to Boston. 

After these resolutions were taken, the meeting 
adjourned. 





From the Journal of the Franklin Institute. 


RULE FOR CALCULATING THE WEIGHT THAT CAN BE 
SAFLLY TRUSTED UPON A PILE WHICH IS DRIVEN 
FOR THE FOUNDATION OF A HEAVY STRUCTURE, 
BY JOHN SANDERS, BRET. MAJO U. S. ENG, 


A simple empirical rule, derived from an exten- 
sive series of experiments in pile driving, made in 
establishing the foundation for Fort Delaware, will 
doubtless prove acceptable to such constructors anc 
builders as may have to resort to the use of piles, 
without having an opportunity of making similar 
researches. I believe that full confidence may be 
placed in the correctness of this rule, but I am not 
at present prepared to offer a statement of the facts 
eet theory upon which it is founded. 

Suppose a pile to be driven, until it meets such 
an uniform resistance as is indicated by slight and 
nearly equal penetrations, for several successive 


‘blows of the ram; and that this is done with a hea- 


vy ram, (its weight at least exceeding that of the 
pile,) made to fail from such a height that the force 
of its blow will not be spent in merely overcom- 
ing the inertion of the pile, but at the same time 
not from so great a height as to generate a force 
which would expend itself in crushing the fibres 
of the head of the pile. In such acase it will be 
found that the pile will safely bear, without dan- 
ger of further subsidence, “as many times the 
weight of the ram, as the distance which the pile is 
sunk the last blow, is contained in the distance 
which the ram falls in making that blow, divided 
by eight.” For example, let us take a practical 
case in which tbe ram weighs one ton and falls six 
feet, and in which the pile is sunk half an inch by 
the last blow; then as half an inch is contained 144 
times in 72 inches, the height the ram falls, if we 
divide 144 by 8, the quotient obtained, 18, gives 
the number of tons which may be built with per- 


fect safety, in the form of wall, upon such a pile. 





From the London Tvmes, September 27th. 
Railroads in the World, 
COMPARATIVE SYNOPSIS OF RAILWAY TRANSPORT. 

Having briefly sketched the ra-lway communi- 
cations executed and in progress in different coun- 
tries where,that species of locomotion has been 
adopted, we shall now b into juxta-position the 
principal results of our calculations, and show the 
comparative progress which different nations have 
made in this important art. In making such a 
comparison, it is especially necessary ‘o consider, 
not merely the length of railway, but the capital 
which has been invested in its construction—for 
two lines of communication receiving the common 
denomination of “railway,” may differ from each 
other extremely in their utility and value. Such 
a line of communication, for example, as that 
which connects, or lately connected Portsmouth, in 
the State of Virginia, with Weldon, in the State 
of North Carolina, and that which connects Lon- 
don and Birmingham, both receive the common 
name of railway, nearly in the same manner as 
the log cabin of a Missouri settler and Blenheim 
palace receive the common designation of dwell- 
ing house. The most exact measure of the rela- 
tive utility or efficiency of two lines of railway is, 
therefore, cost. It is not, however, to be forgotten, 
that even in adopting this test, regard must be had 
to the relative cost of land, material, and labor, in 
different localities. 

The extent of railway communication, and the 
expense of its construction, may be compared with 
reference to the population whose commerce it sub- 
serves, or to the territorial extent of the country 
through which it is carried. 

In the following table, taken with some modifica- 
tions, from the work already noticed, are given, 
according to the most recentiy published returns, 
the population and territory, and ratio, between 
them, for the several States in which railways 
have been constructed. 

Table showing the population and territory, and 
their relation, in the several Countries where rail- 
ways have been constructed. 

Extent of pop. 





population. Territory. _ per.* 
Square Square 
mile. mile. 
United Kingdom,28,000,000 121,050 31,40 
Germanic States 

includiug Den- 

mark and Hol- 

Ae 45,753,000 268,548 170,00 
United States... 25,000,000 3,314,365 7,20 
France... oss 35,400,000 204,708 173,00 
Belgium........ ,339,000 11,256 382,00 
PENA sa0 sees 54,000,000 1,892,478 28,60 
Italy .........+. 47,600,000 312,774 152,00 
Totals & average 239,088,000 6,125,179 39,03 


It appears from the official returns that the total 
length of railway under traffic in the United King- 
dom on the last day of 1850 was 6,621 miles, which 
were distributed as follows :— 


Miles, 
Ragland and Wales... .. 0300 isecce sees secs 5,132 
RONNIE . ssi, <40s Reebivngsireeesbhesebecabond tee 
RON 5865 hbana ase bees icene esa exes cores, Se 





otal Tongth 00. .see cesccseis ee POA oe 6,621 


The length of railway at that date in progress 
of construction, consisting of extensions of exist- 
ing lines, branches or new lines, is not ascertained 
with precision, but was certainly under 1,000 miles. 
Of this a part has, of course, been completed and 
brought under traffic since the commencement of 
the present year. Now, as 625 miles of new line 
were brought onder traffic in 1850, we shall not be 
far from the truth if we assume that since the 
commencement of the present year, between 300 and 
400 miles more have been completed. This would 
give a total length of railway of 7,000 miles now 
complete and in operation. 

By the returns of the Railway Commissioners it 
appears that on the Ist day of 1850 the total amount 
of capital which had been expended on the railways 
was £220,000 000 sterling. But this sum included 
a certain unascertained amount absorbed by the 
railways then in progress, which the commission- 
ers roughly estimated at £20,000,000. This, with 





another small deduction, £197,500,000 chargeable 
to the railways at that date in operation. But, on 
the other hand, it is considered that railways after 
they*are opened ‘continue for a considerable time 
to absorb capital before they attain the entire com- 
pletion. en first opened, stations are imperfect- 
ly furnished, some not yet erected, rolling stock 
is complete, depots for engines and carriages, still 
in progress, and some not yet commenced, turn- 
plates, sidings, vater tanks, coke ovens, and a thous- 
and other accessories require the lapse of some years 
to be fully completed and supplied. We shail not, 
therefore, over-estimate the capital absorbed by the 
railways open on the Ist January, 1850, if we leave 
to its account the amount which the commissioners 
deducted as representing the capital which had 
been expended on the railways in progress but not 
then opened. Thus we shall assume that the rail- 
ways open on the Ist of January, 1850, whose total 
length amount to 5,996, represent a total capital of 
£220,000,000. 

Allowing a proportional amount of capital for 
the 1,000 miles opened since that date, we shall find 
that the 7,000 miles of railway now open will re- 
present a total capital of £250,000,000. 

This result, combined with the calculations and 
returns given in Dr. Lardner’s work, (Railway 
Economy, p. 496,) supplies data from which the 
tollowing table has been computed :— 

Table showing the extent of Railways wnder Traffic, 
and the extent of capiial invested in them, in the 
several Countries in which railways have been con- 
structed : 


Railways Cost of con- 
completed. struction and 
miles, equipment. 

United Kingdom........ 7,000 £250,000,000 
Germanic States........ 5342 66,775,000 
United States....... 00 10,289 66,654,000 
UME baie wee eesiege tae 1,018 48,781,000 
EIT oie l's cscs sess 532 9,576,000 

EEN sc hone tee inescnss 200 3,000, 
BMY disse segs ss wiccyavee se 170 3,000,000 
WOUND ii esti se 24,551 447,786,000 


It must be admitted that we have here sublime 
results of human industry and enterprise. if subli- 
mity can be applied with propriety to such a class 
of phenomena. 

Within the brief period of twenty years the po- 
pulation of the above named parts of the world, 
amounting, in aggregate numbers, to about 240,- 
000,000 of souls, have constructed and brought 
into operation a length of railway which, if con- 
tinuously laid, would exactly surround this planet, 
and have expended in the accomplishment of this 
work, an amount of capital of nearly £448,000,000 
sterling. 

It appears, also, that there is still in progress a 
length amounting to about sixty per cent of that 
which has actually been executed; so that, when 
the whole sha!l have been completed, we shall have 
an entire extent of about 40,000 miles of railway, 
upon whith a capital of £700,000,000 sterling will 
have been expended. 

The gross expenditure made within twenty years 
being £448,000,000, is at the average annual rate of 
£22,400,000; but as the chief part of this has been 
expended ithin the last thirteen or fourteen years, 
the actual annual expenditure in this period could 
not have veen short of from £27,000,000 to £28,- 
000,000. 

The most remarkable feature about this astound- 
ing phenomenon, is the proportion in which the 
expenditure of this enormous capital is distributed 
among the different countries above named—It ap- 
pears from the above results that 57 per cent. of the 
whole amount is expended in the United Kingdom, 
while only 15 per cent of it has been expended in 
the Germanic States, an equal amount in the Uni- 
ted States, and 10 per cent in France, insignificant 
tractions being appropriated to the other States. 

But it must be remembered that the expenditure 
of British capital in these enterprises has not been 
confined to the United Kingdom. No inconside- 
rable share of the capital absorbed in foreign rail- 
ways, not excepting those of the United States, has 
teen derived from this country, and we shall cer- 
tainly not exaggerate its amount if we assume that 
70 per cent of the total capital expended upon the 
railways of the world has been supplied from the 
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of British industry.—Thus it 








accumulations 
would appear that within twenty years England 
has not only paid £250,000,000 for the construction 
of her own railways, but has contributed some- 
where about £50,000,000 to the construction of rail- 
= elsewhere. 

"he net profits realised by the railways in gene- 
ral may be taken at the average amount of 34 per 
cent o the cost of construction and equipment. 
lt follows, therefore, that supposing these annual 
profits to be re-invested with equal advantage as 
they become receivable, the capital sunk in the 
railways of the world, prodigious as it in amount 
and small as is the net profit realised upon it, would 
be reproduced in the short period of twenty years. 
and even without such re-investment, and without 
the influence of compound interest, it would, be 
replaced by the mere passive accumulation of di- 
vidends in thirty years. 

On comparing the distribution of railway capi- 
tal with that of population, it appears that for every 
100 individuals of the population, the capital ex- 
pended in railways is as toillows:— 


Pr eae eee eee £803 
I IN oat eves cues dees bade occbicgce 27 

Oe eee eer cee 221 
GaP OG BUG i 6nd dick cccetce cose ccs 166 


PPD de KCeb vdeo bods otec bons csc ohemcces 
NUN irk Eat cose vats ce cecre cebewees 
FROMM aii. 5.8 dock cece vecs cocecce bos cece 
It tollows, therefore, that in proportion to its po- 
ulation, the capital expended on railways in the 
nited Kingdom is more than three times the 
amount expended in the United States and about 
five times the amount expended in Belgium. 
By a comparison of the length of railway open 
with the popula’ion, we find the tollowing results: 


LENGTH OF RALLWAY PER MILLION OF POPULATION. 


WI 65s Sadaccce wane sone cued 428 miles. 
United: Ringdom .. 2. 22. ccs cece cece 250 ‘ 
ROIS IDUED vo. 00 060 sade cece ceses 3 oe 


MN Geierlsicceas side cece Sheccce, 
WE bits ii ud dhde Nakeadae Didenucas -_— = 
WOR iba dncajalic cisc cca sacs —a“— * 
a iin ee ode ik Sates —— 


It will be observed that while the total length of 
railway in operation in the United States exceeded 
the length open in the United Kingdom in the ratio 
of 103 to 70, the capital invested in the English 
railways exceeds that invested in the United States 
in the ratio of 125 to 33. 

The comparative cost ot construction and stock 
per mile in countries where railways to any con- 
siderable extent have been established, is as fol- 
lows :— 


COST PER MILE FOR CONSTRUCTION STOCK. 


CURR TRAD RTOOR 0 «6 dicies nnize wns wegen dee £35,700 
Pe ere Boe 26,800 
Es 0 wr 90.04.9000 coms whes neon eaness 18,000 
CIE BONO oad cuca. cans céby d6ieceids 12,500 
United States 500 


Thus it appears that the average cost per mile 
of the British railways, has been one-third more 
than the French, twice that of Belgium, three 
times that of the Germanic, and nearly six times 
that of the American. 

Owing to the want of reliable general data, we 
are unable to supply an —— estimate of 
the average receipts on the American railways. 

The foliowing table exhibits an a 
of the average length of railways under traffic, the 
gross receipts, and the receipts per mile, during 
1850, in the countries in Europe in which this svs- 
tem of locomotion has been, to any considerable 
extent, established :— 

Mile Receipts 

under per 

traffic, Total receipts. mile. 
United Kingdom....6,400 £12,755, £1,990 


Germanic States..... 5,342 5,893,000 1,100 
rance........ 0.00. 1,764 3,776,000 2,130 
Belgium............ 532 891,000 1,670 





14,038 £23,315,000 £1,689 
By Sipe pein these receipts with the average 


receipts of past years, it appears that, since 1848, 
the receipts per mile on the British railways have 
decreased from £2,744 to £1,980, being 25 per 


cent; while the receipts on the French lines have 














augmented, in the same interval, trom 21,930 to| Belgium ........ ccecceescees te serene 0.80d. 
£2,130, being 11 per cent; and those of the Ger-| France... 0... 06... eee cece ec eereeees .. 1 1.03d. 
manic lines have increased in a still greater|German States........ oie gia: Ge 


ratio. 

The traffic returns have supplied the necessary 
data for a near approximation to the net profits on 
the capital invested, except in the case of the 
United States, where the financial results are ex- 
tremely various and uncertain. A correspondent 
has charged us with understating both the finan- 
cial value and the mechanical efficiency of the 
American railways. Nevertheless, we see no rea- 
son either to modify our estimates, or to retract the 
opinions we have expressed. It is quite true that 
some lines are solidly constructed, and some rail- 
ways yield 10 or 12 per cent dividends. Nothing 
in what we have stated is at variance with this; 
but when we come to spread these high dividends 
ot a few lines over 10,000 miles of railway, the re- 
sult is greatly modified. It appears from the re- 
ports obtained by Dr. Lardner, for 1,160 miles of 
the most active and profitatle railways in the 
States, that the net profit on the capital was 8.6 
per cent, but a large proportion of the railroads 
open returned no dividend at all, while a great 
number of them made small dividends. (Railwa 
Economy, p. 408.) It may, perhaps, therefore, be 
assumed that the American lines, taken one with 
another, do not yield a net profit of more than one- 
half that produced by the 1,160 miles of railway, 
the reports of which are given by Dr. Lardner. 

In 1848, the expenses on the Belgium and 
French lines amounted to 63 per cent of the re- 
ceipts. Since that time the receipts on the Bel- 
gium lines have been stationary, but the French 
have been increased about 11 per cent. It is 
probable, therefore, that the proportion of expen- 
ses to receipts has continued unchanged in the 
former case, and is somewhat diminished in the 
latter. 

On the Germanic lines the average expetses, as 
we stated in our recent article on this subject, ap- 
oeared from returns obtained from 3,000 miles of 
railway under traffic, to amount to 48 per cent of 
the receipts. Since the epoch of the returns to 
which we then referred, the receipts per mile have 
increased from £788 to £1,100, being nearly 50 per 
cent, notwithstanding the greatly augmented length 
of railway open. This has had, of course, a most 
lavorable effect on the profits, and we may fairly 
assume that a considerable decrease has taken 
place in the ratio of the working expenses to the 
receipts. 

To approximate, therefore, to the average pro- 
fits on the capital invested, we shall assume that 
the working expenses are 45 per cent of the re- 
ceipts in the United Kingdom, 63 per cent in Bel- 
gium, 60 per cent in France, and 40 per cent in 
the Germanic States. By comparing the profits 
arising from the mileage receipts, above stated, 
with the cost of construction and equipment per 
mile, we shall obtain the following estimate of the 
average profits and capital: 


Per Cent of Capital. 
Receipts. Expenses. Profits, 


United Kingdom........ 5 57 2.51 3.06 
United States........... a ae 4.30 
ER nace snceseees:: 9s 9.30 5.86 3.44 
EI em ainns ences 795 4.77 3.18 
Germanic States........ 8.80 3.52 5.28 


The estimates here given of the profits of the 
Germanic lines will be found to be higher than 
that given in our former article, which referred to 
a preceding epoch. Since writing that article, we 
have obtained returns of the traffic to the com- 
mencement of the present year, which show the 
large increase above stated. 

In the case of the United States the above esti- 
mate must be received as a very rough approxi- 
mation, which, however, we consider not to be un- 
der the truth. 

It appears from the above table that the average 

rofits on capital invested in the railways of the 

nited Kingdom are lower than in any other coun- 
try where railways have been constructed and 
brought into operation. 

The following are the average tariffs exacted 
per passenger per mile:— 

United Kingdom.......... te Fae eS: 54d, 
United States... 0... sees cece cone 





It appears that of the actual number of passen- 
gers, bocked, 47 per cent are third-class passengers 
in England, 65 per cent in Belgium, 68 per centin 
F:ance, and 74 per cent in the Germanic States, 
while 14 per cent of the passengers are first-class 
in the United Kingdom, !1 per cent in Belgium, 7 
per cent in France, and 3% B ved cent in the Ger- 
manic States. There is no distinction of classes 
in the United States. 

The number of engines which upon an average 

s daily over every mile of railway is—in Eng- 
and 20, in Belgium 18, and in France 14, 

The average distance travelled by each passen- 
ger booked is—in England, 15% miles; in the 
United States, 18 1-5 miles; in Belgium, 22 6-10 
miles; in France, 25 miles; and in the Germanic 
States 19 6-10 miles. 

It appears from the preceding calculations that 
during the past year twenty-three miljliens and one- 
third sterling have been expended on locomotion 
by railway in these countries, of which more than 
the half has been expended within the small com- 


Y | pass of our own islands, 


Ot this amount, about 60 per cent has been ex- 
pended on personal locomotion, and forty per cent 
on the transport of goods of every denomination. 

The movement of the locomotive engine in exe- 
cuting this traffic has been as fo,lows :— 


Miles run 
by engines. 

United Kingdom.... ............-++--40,162, 
Germanic States.... 0... cece cscs cece oBd;072,000 
PUNO aaeis has ccte ects Sets sveseeedse 10,041,000 
CIGIGUR 6 tis de tvecsi bedelbais Gite dees 540,000 





Total distance travelled by locomo- 
tive engines in 1850 78,315,000 


The engine therefore moved over 78,000,000 
miles within the year, being at the average rate of 
215,540 miles per day, of more than half of which 
prodigious amount of locomotion this kingdom was 
the theatre. 

In the performance of this work, the total quan- 
tity of coal consumed was a million and three- 
quarters of tons—a quantity whose cubical bulk 
would fill a space greater by one half than the 
Crystal Palace. 

his movement being shared between passen- 
gers and goods in lhe ratio above indicated, we 
find that the distances moved over hy the passen- 
gers and goods trains respectively, were :— 


Miles. 
Distance travelled by passenger trains. .31,000.000 
“ “ goods “«  ,.31,000,000 


Since each passenger car transported on an ave- 
rage 70 passengers, and each goods train 60 tons, 
it follows that the locomotion of persons within the 
year was equivalent to 3,300,000,000 persons car- 
ried one mile, and the transport of goods to 1,860,- 
000,000 tons transported one mile. ore than one- 
half of this vast social and commercial movement 
was limited to the area of the United Kingdom.— 
The number of locomotive engines employed in 
executing this movement was about 5,000, of which 
2,436 were employed on the British railways, and 
about 3,700 were constructed in England. 





Ohio. 

Wilmington and Zanesville Railroad.—T he Wil- 
mington Republican speaks of the advertised let- 
ting on this road on the 17th as a probadbility—we 
had supposed it a ceitainty—and adds, if let, there 
will, before winter sets in, be one thousand hands 
at work on the line. The contingencies on which 
the letting is set down as only probable are, first, 
that they obtain the right of way, some of which has 
not been obtained; and second, an increased sab- 
scription to the stock required to make the Fair- 
field county subscription available. This the coun- 
ties along the line should fill up at once. The 
officers appeal to the people for this aid, and they 
ought to receive it and be cheered onward in this 
great work. 
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From the London Times, October 20. 
Relation of Railroads to the Great 
Exhibition, 

One of fhe most wonderiul facts of the great 
London Exhibition is the mode in which its visi. 
tors came to it. How did they all get there? The 
total number of visits was 6,201,856, anc suppos- 
ing that on the average each person went twicc, 
there were more than three million visitors. The 
arrivals from the continent during the whole pe- 
riod of the Exhibition did not exceed, it is said, 
70,000 ; and it it also said there were not more than 
4,000 names entered on the American visitors book; 
but of our own people a very fair proportion came 
trom the manufacturing districts in the midland 
aad northern counties, and other still more distant 

arts of the empire. Now, how did they come? 

ad it been proposed thirty years ago, or even 
twenty-five years ago, to get up an Exhibition in 
London, on the speculatio) that three million per- 
sons would come up to it, and a half a million o! 
money would be taken at the doors, the most prac- 
tical men of the day would have laughed the pro- 
position to scorn. When it was rumored during 
the struggle on the Reform bill that fifty thousanu 
men from Birmingham were about to present a pe- 
tition in person, a great authority asked, “‘ Where 
will they find shoes?” Everybody must remem- 
ber what a difficulty it was to move a few score 
persons a few score miles in that age of stage- 
coaches, wagons and canal-boats. When a manu- 
facturer brought a hundred men as many miles 
across a country it was a thing to be remembered, 
a sort of Alic migration; and the annual con- 
course of strangers described by our school-books 
at the great fair at Leipsic almost exceeded belief, 
though hardly amounting to one dull day at the 
Exhibition. Thirty years ago we doubt if there 
were ten coaches a day from Manchester to Lon- 
don, even including three routes; and as the stage- 
coaches only tvok fifteen passen gers, and the mails 
only nine, the existing capabilities did not excecd 
one thousand through passengers a week. The 
actual number fell very far short. The capabili- 
ties of all the other great roads were very much 
less.—What, then, would have been thought, in 
those days, of a scheme to bring up three millions of 
people to town, within twenty-three weeks, from 
an average distance of a handed miles? As the 
great stream did not set in till the first week of June, 
the average weekly arrivals of provincial visitors 
from that day was about a hundred thousand. 
Thirty years ago we donbt whether all the public 
conveyances centering in the metropolis were ca- 
pable of a tenth of that number. Itis evident, then, 
that the Exhibition would have been impossible in 
those days; and Prince Albert, Mr. Cole, Mr. Pax- 
ton, and Messrs. Henderson and Cox, would have 
been thought very proper subjects for Bedlam. 


Railroads have literally paved the way for the 
exhibition. The artizans of Birmingham have 
achieved their threatened march to the metropolis 
on shoes of iron; and, as it happens, they are by 
no means the most remote or the most numerous of 
our visitors. There have been times in history, 
and those not very remote, when the roads and con- 
veyances, the beasts of burden and the shipping of 
a country, were seldom surveyed and summed up, 
except for the purpose of calculating how man 
men could be conveyed in a given time to the wor 
of destruction. Would the roads bear the passage 
of heavy artillery ? Was there forage for cavalry 
and wagon horses? Were the rivers fordable, or 
did there exist the materials for temporary bridges? 
A Casar or Napolean had a wonderful faculty for 
mustering the physical resources of a country with 
a view to that great exhibition of a pitched battle. 
We will not venture to say how many an embryo 
Napoleon is turning an evil eye on the rail, and 
calculating its capacity for military traffic, but hi- 
therto its mission has been happily peaceful. How 
much more may be done in way of peace—how far 
what has becn done this year may be repeated 
every year—how far the railway companies may 
now be enabled to lower their fares to meet a larg- 
er traffic—and how far it may Le the interest of the 
metropolitan railway companies to provide, at their 
own expense, objects of attraction in the metropo- 
lis, are among the great questions suggested by the 
marvellous success of this experiment. Next to 
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the Exhibition itself, and the numbers brought to 
it by the railways, the next most striking fact of the 
year is the extraordinary profit that has flowed in- 
.o their exhausted exchecuers. 

Prior to the opening of the Exhibition the in- 
crease in the trattic of the eight metropolitan line: 
over the corresponding period of last year amount- 
ed to £156,037, or 9.05 per cent. The increase in 
the other lines of railway in the United Kingdom 
up to that date amounted to £305,904, or 14.30 pei 
cent. During twenty -three weeks of the Exhibi- 
tion, a very great change took place in these pro- 
portions, for, instead of the traffic on the metropoli- 
tan lines being only 9 per cent., as at the com- 
mencement of the Exhibition, it gradually rose to 
28 per cent., while the traffic on the other lines of 
the United Kingdom, which was 14.30 at the com- 
mencement, gradually receded to 8.42 per cent.— 
The total increase of the railways of the Uniteu 
Kingdom for the seventeen weeks, ending May 3d. 
amounted to £461,941, and for the twenty-three 
weeks, ending Octuber 11, to £1,107,180; of which 
£521,863 was the increase on the metropolitan 
lines, leaving but £285,317 for the increase of the 
uther lines. Had the rate of increase during the 
first seventeen weeks of the year continued during 
the twenty-three weeks of the Exhibition, the in- 
increase tor that period would have been £264,380. 
which, deducted trom £821,863, the actual increase 
as above stated, leaves £557,483 as the extra re- 
ceipts from the Exhibition as compared with those 
of the corresponding period of 1850, It thus ap- 
pears that immense as have been the receipts of the 
Exhibition itself, the receipts of the eight metropo- 
litan lines from the same source have been greater 
Nay, it is evident that it would have answered 
their purpose to defray all the expenses of the Ex- 
hibition, and hand over the whole of the £505,000 
received for admissiun, &c., to the Royal Commis- 
sioners, to be applied as they please. If this sug- 
gestion is too late for this year, it is in good time 
tor another, and for many more yet to come,—Not- 
withstanding the great reduction of fares made by 
all the railways to meet the general class of visit- 
ors, that reduction may be carried still further, or 
rather the accommodation given for the same fares 
may be greatly increased, and yet leave a handsome 
profit to the companies. Further, we beg to sug- 
gest, whether it will, not answer the purpose of the 
metropotitan railways to contribute towards main- 
taining periodical and even permanent attractions of 
the same sort; such, for example, as would be im- 
plied in the notion of a winter garden used occa- 
sionally for entertainments and exhibitions. Of 
course it would be ridiculous to expect that so 
great an occasion as that we have witnessed could 
be snstained; but something on a less scale, and 
varying from year to year, might answer the pur- 

ose. 

' The total increase of £821,863 for the twenty- 
three weeks ending October J1. is divided among 
the metropolitan lines in the following proportions : 
The Eastern Counties, £18,150; Great Western, 
£162,723; Great Northern, £176,537; London and 
Nerthwestern, £259,010; London and Blackwall, 
£7,249; London, Brighton and South Coast, £29,- 
631; South-western, £87,068 ; South-eastern, £81,- 
596. Though a considerable part of this increase 
has been absorbed in additional expenses, still there 
can be no doubt that the railways had received the 
lion’s share of the profits. Nor has the Exhibitivn 
traffic been accompanied with a positive loss of 
traffic in other directions, except in a few special 
instances. The aggregate trafiic of all the rail- 
ways of the United Kingdom from January 1 to 
October 11 is greater than fur the same period of 
last year, by no less an amount than £1,581,604, 
and nearly three millions greater than that for the 
same period of 1849. To what extent the expen- 
diture of the Exhibition visitors has been with- 
drawn from other objects it is difficult to say; but 
it is certain, from the returns of the Board of Trade 
ani the revenue tables, that the general consump- 
tion of imports and excisable articles has been 
greater than usual this year, It is also satisfactory 
to know, as we are informed from various quarters. 
that the money spent on the Exhibition by its pro- 
vincial visitors has been generally rather maved - 
forehand than borrowed at the time; so that we 
need not apprehend a reaction such as usually fol- 
lows an improvident expenditure. 








Virginia. 

Northwestern Railroad.—we copy the following 
from the pamphlet just issued by the above com- 
pany, for the purpose of showing its present condi- 
\ion, and the relative object their road bears to oth- 
er lines :— 

The Northwestern Virginia railroad company 
was chartered by the Legislature of Virginia on 
ihe 14th of February, 1851, “for the purpose of 
constructing a railroad from Parkersburg in the 
county of Wood, to intersect the line of the Balti- 
more and Ohio railroad, at some eligible and con- 
venient point at ornearthe mouth of Three Fork 
in the county of Taylor.” Its capital stock, as fix- 
ed by the charter, is $1,500,000, but may be in- 
creased at the pleasure of the company ; and it has 
poWer to borrow money for the completion of its 
work, to any amount it may deem proper, and io 
pledge its property for the payment. 

The incorporation was to take effect when three 
thousand shares, of fifty dollars each, were sub- 
scribed. Books were opened in Virginia in July 
iast, when 3,326 shares were taken at Parkersburg, 
46 at Clarksburg and 75 at Weston, making an 
jgeregate of 3,477 shares, or $172,350. On the 
2d of August, the company was duly organized by 
the election of a President and five Directors. 
The board immediately appointed Benjamin H. . 
Latrobe, Esq., the experienced Chief Engineer of 
the Baltimore and Ohio company, to the same of- 
fice in the new company, and directed him to or- 
ganize, as soon as possible, at least three engineer- 
ing parties, and cause a thorough examination of 
the country lying between the termini fixed by the 
charter to be made, with a view of determining the 
best and most practicable route for a railroad be- 
tween these points. Suiveys have accordingly 
been in progress since the beginning of September, 
and, so tar as they have progressed, they indicate 
that the country is more tavorable than had been 
anticipated. 

The mouth of Three Fork creek is made a point 
in the act authorising the extension of the Balti- 
more and Ohio railroad to Wheeling. It lies near- 
ly due east of Parkersburg, 86 miles distant by an 
air line, and on the direct line from that place to 
Bahimore. The B. and O. railroad will be opened 
tu the mouth of Three Fork next spring, and to 
Wheeling within one year thereafter. Whatever 
advantages may be derived from the extension to 
Wheeling, they are not those which Baltimore has 
been so long seeking and expecting, and are be- 
sides in danger of being greatly diminished by the 
new route projected through Pennsylvania, Cin- 
cinnati is now, and is destined to remain, the great 
commercial metropolis of the west; and to that 
point all the western improvements converge. It 
is a connection with that city, for which Phila- 
delphia, New York and even Boston, are striving ; 
and Baltimore has not failed to perceive, that her 
peculiar interests call for similar exertions, with 
stronger assurances of complete success. 

Parkersburg lies very nearly on the direct line 
between the mouth of Three Fork creek and Cin- 
cinnati. Any divergence from this line must nec- 
essarily increase the distance to be travelled be- 
tween its extremes; and as it is now ascertained 
that railroads, leading from Parkersburg to the 
point named, can be constructed without any un- 
usual deviation from their true line of direction, it 
follows, that the route from Three Fork to Par- 
kersburg and thence to Cincinnati, will afford to 
Baltimore the shortest possible connection with that 
city. 

The advocates of the proposed routes from Phil- 
adelphia to Cincinnati have failed to show, that 
there is any shorter practicable route between those 
cities than by way of Baltimore, and Parkersburg. 
Should such a route hereafter be discovered, Cin- 
cinnati and the great valley of the Ohio will still 
be many miles neaer to tide water at Baltimore 
than to any of her commercial rivals. This gives 
to Baltimore an immense advantage in competing 
tor the trade of the Western States. Their pro- 
ductions are bulky, and whether destined to sup- 
ply the consumption of foreign countries, or of the 
Aulantic States, all experience assures us they will 
seek the shortest avenue to tidewater, as the cost of 
transportation to their eventual destination will 
thereby be greatly diminished. Baltimore will not 
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only become the port whence these commodities 
will be shipped, but also the principal market for 
their sale. With these advantages so palpably 
within our grasp, and in view of the active exer- 
tions of her competitors for this great trade, Balti- 
more will act a suicidal part if she neglects, or 
even delays, to complete her connection with the 
great west. 

Cars will be running between Cincinnati and 
Hillsborough, a distance of sixty miles, on the 
route to Parkersburg, in December next; and an 
additional twenty miles has recently been put un- 
der contract. This leaves 95 miles west of Par- 
kersburg, now being surveyed under a resolution 
of the Hillsborough and Cincinnati railroad com- 
pany, directing their engineer ‘to make the neces- 
sary explorations and surveys for the determina- 
tion and ultimate location of a line of railway, 
upon the shortest and most practicable possible 
route from Hillsborough to Belpre, opposite Par- 
kersburg.” A prompt and liberal subscription by 
the city and citizens of Baltimore to the stock of 
the Northwestern road, by giving assurance of its 
speedy completion, will tend to render certain, the 
early, if not contemporaneous, completion of the 
road west of the Ohio. 

To show more succinctly the advantages of the 
route here proposed, the railroad distances between 
the several points named, derived from the most 
reliable sources, are given in tabular form: 

From Baltimore to Cumberland, [com- 

Co Te ee eee 
From Cumberland to Three Fork,[near- 


179 Miles. 


ly completed)... 1... ccc ccesccces a -* 
From Three Fork to Parkersburg, not 
Cs ELT oP ieee. 15 


From Parkersburg to Hillsborough, [20 
miles under contract].............. 115 

From Hillsborough to Cincinnati, [22 
miles completed, 38 nearly]......... on 


ce 


Distance from tide water at Baltimore 
to Cincinnati 

Deduct for Knobly cut-off, near Cum- 
berland 1 cs 


wi rs 


BG Mae Fo WR, oti de wisn ide si conn § 
Add railroad distance from Philadelphia 

PP Nie 651s chin caine dene dice Ws 
Distance from Philadelphia to Cincin- 

nati by this route........ 00. eeeees 

The following tables show the distances between 
the same points by the Pennsylvania and Hemp- 
field railroads, and different routes west of the 
Ohio :— 

Via Ohio Central Railroad. 


“ce 


From Philadelphia to Greensburg...... 325 Miles 

From Greensburg to Wheeling........ |. Sore 

From Wheeling to Cincinnati......... 63 
as tesserae on..." 


Via Marietta and Cincinnati Railroad. 
From Philadelphia to Wheeling, as a- 


WG ied Shir avudcuvcreee iste cice -408 Miles. 
From Wheeling to Marietta.......... 80“ 
From Marietta to Cincinnati......... 199 *« 


ce 


.. » 687 


These statements show a difference in favor of 
the Baltimore, Parkersburg and Hillsboro route, of 
13 miles in the one case, and 29 miles in the other, 
and they also show, what is still more important, 
that Cincinnati is nearer to Baltimore than Phila- 
d+lphia by 98, 111 and 127 miles, according to the 
route selected. The number of miles of railroad 
yet to be constructed to complete the first route, 
does nut exceed, if it equals, that of either of the 
others, 

The position of Parkersburg also presents some 
peculiar advantages. It issome 40 miles west and 
50 south of Wheeling, and, as before remarked, 
very nearly on the direct line from Three Fork to 
Cincinnati; and thus white its railroad distance 
from Baltimore exceeds that of Wheeling by not 
more than 15 miles, it is, as shown by the above ta- 
ble, 88 miles nearer to Cincinnati, and by the roads 
usually traveled, about equi distant from Zanes- 
ville and 20 miles nearer to Columbus. It is 96 


miles lower down the river than Wheeling, and its 
railroad distance from Baltimore is 13 miles less 
than from Philadelphia to Wheeling; and conse- 
quently passengers and merchandise, using the ri- 
ver in passing to or from the seaboard, save at least 
7 hours in descending and 10 hours in ascending 
by embarking or landing at Parkersburg, when the 
navigation is impeded by low water or ice. In 
other words, passengers and merchandise, in leav- 
ing Parkersburg by railroad, can be at Cumber- 
land before they can reach Wheeling by steamboat. 
The a eye! is greatly increased when the water 
is low, for not only are the obstructions generally 
more formidable above than below Parkersburg, 
but there are, of course, more of them to be en- 
countered by those who take or leave the river at 
Wheeling; while the difference in latitude dimi- 
nishes the delays caused by fast or floating ice. It 
is evident, that under any circumstances, the river 
will continue to be used for the transportation of 
heavy goods. Parkersburg has one of the best and 
most commodious harbors on the Ohio, and steam- 
boats can easily make two trips a week between 
there and Cincinnati, stopping as usual at the in- 
termediate ports. 

The northwestern Virginia railroad, being in 
fact the extension of an established road between 
great commercial marts, offers to those disposed to 
subscribe to its stock, the certainty of earlv divi- 
dends ; and it may be added with equal confidence, 
that its dividends will, from the beginning, exceed 
the legal rate of interest. The reinvested surplus 
of the Baltimore and Ohio company for the year 
ending October ist, 1850, was equal to nearly eight 
and _a half per cent. upon the cost of the road east 
of Cumberland, including the reconstruction and 
improvements east of Harper’s Ferry. Can it be 
doubted that the receipts of the new road will be 
at least equal, mile for mile? The costof the for- 
mer was nearly $49,000 per mile. while that of the 
latter is estimated at only $25,000, and owing to 
the cheapness of provisions and materials in the 
country through whieh it will be located, may fall 
below this estimate ; and thus, with equal receipts 
per mile, its dividends will be declarea upon a cost 
per mile, less by one-half than that of the road with 
which it is compared. 

It is hardly necessary to remind the citizens of 

Baltimore of the fact, that the completion of the 
proposed extension must necessarily greatly in- 
crease the revenues of the Baltimore and Ohio 
company. The city, in its corporate capacity, be- 
ing a principal stockholder in that company, is 
called on by considerations of pecuniary advan- 
tage, if there are no others, to aid in the extension. 
Her revenues from that source must de increased 
to an amount equal to the interest on a liberal sub- 
scription to the stock of the new company; and the 
surplus revenue from both must be sufficient rapid 
ly to absorb the debt created for the purpose, leav- 
ing her afterwards in the receipt of a permanent 
revenue to be applied to the reduction of her taxes, 
or the aid of other works in which she has an inte- 
rest. But this is among the least of the benefits 
she will derive from a line of railroad to Cincin- 
nati. Increased population and business, with a 
corresponding rise in the price of property, and ad- 
vantages, of which what she has already done 
gives her the most reliable assurance. 
As to the restrictions found in the seventh section 
of the charter, it is sufficient to observe. that it is 
now morally certain the Baltimore and Ohio rail- 
road wtll be completed to Wheeling, in the man- 
ner prescribed, at least twelve months before the 
northwestern road could be put in operation were 
the funds for its construction now in the hands of 
the company. The so-called restrictions are there- 
fore a mere nollity. 





Ohto. 

Junction Railroad.—The Junction railroad com- 
pany has made a contract for the entire construc- 
tion of their road from Sandusky east forty-two 
miles, to be completed by the Ist of January, 1853. 
This, with the distance already under contract. 
completes the connection with the Cleveland and 
Columbus road at Olmstead. The line west from 
Sandusky to Port Clinton. including the transit of 
the Bay, is ready for letting. Beyond Port Clin- 
ton the line will be ready as soon as the point on 








the Maumee river shall be fixed upon, 


ial 
Ce 
Railroad Routes through Southern Ohio. 

We copy the following from the Seioto Gazette, 
in reference to the rival routes through southern 
Ohio. The Gazette we may here state, is the 
organ of the Marietta and Cincinnati railroad 
company. The article we understand is in reply 
to that part of the late report of the Baltimore and 
Ohio railroad, which refers to its western connec- 
tions, and favors the idea of the extension of the 
Hillsboro railroad to the Ohio at Belpre. The Ga- 
zette claims that the Marietta and Cincinnati rail- 
road occupies the only practicable line. Itsays:— 

1. The route pursued by the Marietta and Cin- 
cinnati railroad, from the Queen city, across south- 
ern Ohio, to the Ohio river, is the shortest anc, in 
regard to cost, only practicable route that could be 
followed. The line hinted of by Mr. Swann, from 
Hillsborough, straight to Belpre, would pass over 
a very rough, hilly country, fully as difficult as that 
of western Massachusetts, the whole distance, save 
about 20 miles. The line of the M. & C. company, 
through Chillicothe, has thirty miles more of plain 
country to pass over before it strikes the hill region 
east of the Scioto ;—that is, in the same distance, 
the Chillicothe route has the level plain for thirty 
miles, where the imaginary rival route would have 
to “cut” diagonally across barren hills. 

2. The M. & C. road will be under contract, 
from Marietta to the Little Miami road by May 
next. It is now under contract from the Mineral 
Region, to the western limit just indicated, [except 
a few miles on the western extremity ;]—and will 
begin to pay so soon as the iron is down from Chil- 
licothe westward. In order to put any other line 
on as good a footing, in regard to eastern connex- 
ions, it wili be necessary to begin anew, on over 100 
miles of route, get the right of way, raise the mo- 
ney, tunnel hills, bridge streams, fill up valleys 
which do not exist on the M. & C. line—in short, 
attempt a new, difficul: and expensive enterprise, 

The present route of the M. & C. line is, 
within less than five miles, as favorable for the Bal- 
timore connexion, as would be the originally con- 
templated route to Belpre; and immensely more 
favorable in point of gradients and equated distance, 
than any “ straight” route from Cincinnati to the 
Parkersburg terminus that could be made south of 
us. It is, therefore, both idle and impolitic for the 
Baltimoreans to talk about such rival lines, or to 
foment a feeling of rivalry among the friends of 
railroads in this part of the country. While the 
present route of the Marietta and Cincinnati com- 
pany, and the acceptance of the Marietta subscrip- 
tions holds forth the prospect of early reaching 
Wheeling, and connecting, through that city, with 
Philadelphia ;—at the same time, as we are firmly 
convinced, it opens the best and earliest and only fea- 
sible route for Baltymore to connect with Cincinnati 
and the south west. If the north western Va, railroad 
be constructed to Parkersburg,—and we hope and 
trust it may—an addition of ten miles on the west- 
ern end will interlock it with the Marietta and Cin- 
cionati line. Againn by coming down Middle-Is- 
land creek, in Virginia, the Baltimore interest 
may make even a cheaper, straighter and better 
connexion with the west than through Parkers- 
burg. Thirdly, Baltimore will connect with the 
Marietta and Cincinnati, as well as the Okio lines, 
at Wheeling. 














Coal in the Valley of Virginia. 

The Staunton Messenger states that coal “ ot the 
best quality” has been discovered in Augusta coun- 
ty, “on the north fork of North river, about six 
miles north of Mt. Solon.” The vein is from one 
and a half to three feet thick, and dips to the north- 
west at an angle of about 45 degrees. It appears 
to have been unheaved with the hill or mountain 
in which it is found. The vein or stratum is im- 
bedded between large masses of rock, which ren- 
ders it somewhat difficult and expensive to work, 
but no shaft is necessary to reach the coal, as it 
crops out of the hill side. The indications are that 
the supply is inexhaustible—the field seemingly 
extending over a large district of territory. 
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Fimances of Kentucky. , 

In the message of Governor Powell, of Ken- 
tucky, the following items concerning the finan- 
cial condition of the State are given :— 
The actual and supposed receipts of 

the sinking fund. for the year end- 

ing Jau, 1, 1852, are............. $592,416 47 
The actual and estimated amount of 

disbursemenis for the same period, 


MBO TENE Coes Wh aah ei RSS 615,025 31 
Estimated deficit Jan. 1, 1852........ $22,608 84 
‘: wo SS ee 22,572 34 

“ “ Jan. 1, 1854........ 21,335 84 


The following is a statement of the public debt 
of this State :— 


There is now due of the public debt. 
Of bonds bearing 5 per 
cent interest there 
will fall due in 14 

years the sum of....$221,000 00 

In 15 years the sum of. 100,000 00 

000 00 

000 00 


$445 00 


In 20 years the sum of. 165, 
In 32 yearsthe sum of. 100 
Total amount of 5 per 
cent bonds......... 
Of ‘onds bearing 6 
r cent interest, 
there will fall due 
in 17 years, the 
MN Os biié'seb cece $1,250,000 00 
In i9 y’rs the sum of. 447,500 00 
In 20 and 21 years 
1,738,000 00 


the sum of....... 
150,000 00 


$586,000 060 


In - years the sum 
Qin sho stpskarses 
In 25 and 27 years, 
redeemable alter 
15 years, at the 
pleasure of the 
GUOORE ahs cite odin own’ 
in 30 years, South- 
ern bank bonds... 
The Cradock und, 
6 per cent........ 


69,000 00 
150,000 00 
6,592 81 





Total amount of 

6 per ct. bonds. 
Amount of bonds held by the Board 
of Education........ dbiste iow s0% 


3,811,092 81 
1,326,770 01 


Total amount of public debt....$5,724,307 82 
Of the school bonds the sum of $1,259,270 01 
bears 5 per cent interest, and the sum of $67,500, 6 
per cent. ’ Q 
To pay this debt the State has the following re- 
sources, if they could be applied to that purpose :— 
$939,000 stock in the Bank of Kentucky ; $290,000 
of stock in the Northern Bank of Kentucky ; $40,- 
600 ot stock in the Bank of Louisville, and $150,. 
000 of stock in the Southern Bank of Kentucky ; 
to which may be added $150,000 of stock in the 
Lexington and Frankfort railroad, and $76,420 25 
bonds on the Louisville and Frankfort railroad 
company—making in all the sum of $1,646,020 25. 
The State has, in addition, $2,694,239 93 stock in 
turnpike roads—supposed to be worth about twen- 
y-five or thirty cents on the dollar—besides her in- 
vestments in rivers, etc. 





Railroad Convention. 

A convention of counties and corporations favor- 
able to the extension of the Alexandria and Man- 
assas Gap railroad, from Strasburg, in Shenando- 
ah county, Virginia, to intersect the Baltimore and 
Ohio railroad, at Paddytown, ia Hampshire coun- 
ty, Virginia, will be held at Romney, on Tuesday, 
November 25th. A number of counties and cor- 
porations interested have already made provisions 
to send proper delegations to this convention. The 
several coal and iron companies of Allegheny 
county, and all other corporations of that county 
interested in the object of that convention, aie 
earnestly invited to send representatives to the 
same. its sate 
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Reading Ruilroad, 

The intelligent correspondent of the Philadel- 
phia Ledger. “Observer,” ina letter trom Read- 
ing, speaking of the immense business on the rail- 
road between Pottsville and Philadelphia, says :— 

‘The Reading railroad employs, in all, about 
fifteen hundred persons, at salaries and wages 
respectively of about $60,000 a month, or $720,- 
000 per annum. It consumes materials in value 
of $20,000 a month, or about $5,000 a week, caus- 
ing in all (consumption of materials, salaries, and 
wages,) an annual outlay of $840,000, all expend- 
ed on its own ground. Some of the items of its 
manufacture are particularly interesting and strik- 
ing. Thus, it manufactures thirty wheels a day to 
perpetuate its machinery and cars, and requires 
annually from seven to eight hundred tons of new 
rails, for repairs only. It consumes daily 450 
cords of woo, and evaporates in the same space of 
time half a million gallons of water. 

Yet, with all the expenses of the road, the em- 
ployment of so many hands, the consumption of 
fuel, labor, repairs, etc., the cost of transportation 
falls yet short of 62 cents per ton, such is the enor- 
mous quantity cf coal brought down every year for 
consumption. Indeed, the Reading railroad trans- 
ports more tons of merchandise, and receives more 
per mile than any railroad in the world, and ex- 
ceeds, in this respect, both the Great Western and 
the London and Birmingham railroads in Engiand.” 





Hempfield Railroad. 

The Engineer of this road, Charles Ellet, Jr., 
reports to the directcrs, that surveys of three seve- 
ral routes have been completed, viz :— 

1, By the way of Wheeling Creek, Washington, 
Mingo Creek, Monongahela City, and Big Se- 
WE CFE oes oe cbs Bete oust 77 7-10 miles, 

2. By the way of Wheeling Creek, 

Washington, Peter’s Creek, 

Elizabethtown, and Little Se- 

i) EEE eee, el 
3. By the way of Wheeling Creek, 

Washington the North Fork of 

Pigeon Creek, Maple Creek, and 

DEACMNOM EE ee ett! 78 7-10 miles. 

The surveys commence at the Certral railroad 
company’s depot at Greensburg, and terminate at 
the eastern abutment of the Wheeling bridge. 

The maximum grade encountered is 66 feet to 
the mile. 

The report recommends the immediate com- 
mencement of work upon the first division, from 
Wheeling to Washington, and advises, that the 
second division, from Washington to Monongahe- 
la river, be placed under contract, as soon as $150,- 
000 more shall be subscribed to the stock of the 
company, so as to bring the amount up to $900,- 
000. 

In pursuance with the above recommendation, the 
board of directors at.a meeting held on the 5th in- 
stant, adopted the following resolutions :— 

Resolved, That the President and Chief Engi- 
neer be authorized to contract for the grading of 
the first division of the road, from Wheeling to 
Washington, as soon as the plans and estimates 
can be prepared. 

Resolved, That the Chief Engineer prepare for 
grading the second division trom Washington to 
the Monongahela river, as soon as additional 
stock to the amount of $150,000 can be raised 
and the route determined; and that the Presi- 
dent and Chief Engineer be authorized to con- 
tract tor the heavy jobs on that division so soon 
as the additional subscription of $150,000 be pro- 
cured. 

Resolvea, That the third division, from the Mon- 
ongahela river to Greensburg, will be placed under 
contract so soon as the requisite additional stock 
can be procured, 








Virginia. 

Central Railroad.—The annual meeting of this 
company was held at Louisa Court House on Sat- 
urday, the 8th inst. The president’s report stated 
that the receipts for transportation for the year end- 
ing 30th September, 1851, were $143,801 64, be- 
ing an increase over last year of $52,722 81. The 
profits being equa] to 7 per cent. of the capital in- 
vested, which have been applied to construction of 
new road, furnishing the same with motive power, 
ete. 

The president’s salary was raised from $1,500 to 
$2,000. John H. Timberlake and David Ander- 
son, of Richmond, were elected directors. The 
Charlottsville Jeffersonian says: 

The road to Woodville, eight miles west of Char- 
lottsville, the report says, will certainly be done 
during the month of November. 

The tunnel at Rockfish Gap is prosecuted with 
unabated energy and industry; and from the im- 
proved character of the rock, it is believed by the 


contractors that the whole work may be completed 
in three years from this time. 





Indiana. 

Terre Haute Road.—Since the commencement 
of laying the rails on the Terre Haute and India- 
napolis road, we have, trom time to time, advised 
our readers of the progress still made in the work. 
Everything has gone on well; the work on both 
ends is fast advancing to a close. Only about fif- 
teen miles of the road, we understand, separates the 
two advance parties of workmen—and of course 
that much only unfinished; and this distance 
shortening every day. The prospect now is that 
the road will be completed for use by the middle of 
December. 

A new passenger car locomotive, called Vigo, is 
already at the depot in this place; and another or 
two every day expected. Splendid passenger cars 
have been built at Columbus, and will be on the 
road by the time it is finished. Thus we can al- 
most now hear the whistle and bell, and the cry of 
ne = aboard,” as the cars sieam away for Indiana- 

olis. 

, We understand arrangements are being made to 
have the western mail, which now passes by the 
way of Louisville, immediately changed to this 
road, as soon as completed, and carried by — | of 
Terre Haute to St, Louis, lt iscontemplated by 
the present stage company immediately on the 
completion of the road, to take off their stages and 
stock now on the line between Terre Haute and 
Indianapolis, and place the same west, on the road 
to St. Louis ; thereby doubling the daily line be- 
tween Terre Haute and St. Louis. These ar- 
rangements will give great facilities in travelfing, 
besides a fresh impulse to business. 

In connection with this change of mails and in- 
crease of business, we suppose it will become ne- 
cessary for the department at Washington to con- 
vert the Terre Haute office into a distributing of- 
fice ; a.change which has long been desirable here- 
and which must now become indispensable.— T¢r- 
re Haute Courier. 





Indiana. 

Ohio and Indiana Railroad.—The engineers 
have completed the survey of this work. Several 
different lines have been run through our streets, . 
but as yet the location of the depot has not been 
determined. Estimates of the expense of the vari- 
oas routes will be prepared and submitted to the 
board of directors, who will then decide the goes 
tion. In mio this decision, we repeat the hope 
expressed by us last week, that the directors will 
look solely to the interests of the company, and the 
convenience of the general trade of the city, with- 
out any bias in favor of particular individual in- 
terests. 

‘At the recent Ohio election a vote was taken in 
Van Wert, onthe question of that county’s sub- 
scribing $50,000 to the stock of the company, and 
carried by a large majority. 

Should the present stringency in the money mar- 
ket subside, so that the bonds of the company could 
be negotiated, we see no reason to doubt that the 
work may be put under contract this winter, or 
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early in the spring. We do not despair of being 
able to take a railroad trip to Philadelphia within 
three years from this time.—F ort Wayne inel. 





Ohio. 

Steubenville and Indiana Railroad wnder contract. 
—We are requested to state that the entire road, 
from Steubenville to Newark, a distance of 116 
miles, has been contracted for on the most advanta- 
geous terms to the company. The contracts em- 
brace not only the graduation and masonry, but the 
superstructure and equipments of the road, inclu- 
sive of ten first class locomotives, ten first class 
Jeep. a cars, and suitable trains of burthen cars. 

he necessary turnouts and the branch roads to 
Cadiz, New Philadelphia and Dresden are also 
proviced for. The entire work from Steubenville 
to Newark is to be in complete and full operation 
in two years from the Ist of January next. The 
graduation, &c. of the first 28 miles has been let 
in sections to responsible and experienced workmen, 
some of whom have just completed heavy jobs on 
the Pennsylvania and Ohio road. 
the work, including the superstructure and equip- 
ments for the entire road, has been taken by Mex. 
srs. Dillee & Co., who are possessed of ample 
means and all necessary experience in railroad 
work, to ensure the fulfilment of their part of the 
undertaking. We congratulate the company, the 
public, and all parties concerned, on this auspicious 
result; for which they are doubtless mainly indebt- 
ed to the ability and untiring industry of the able 
President of the company, D. Gilgore, Esq.—Steu- 
benville Herald, 

Cincinnati, Hamilton and Dayton Railway.— 
The Cincinnati, Hamilton and Dayton railway in 
an unfinished state was partially opened on the 20th 
of September. It has been run since that time in 
its unfinished condition, by two passenger trains a 
day. No freight train has yet been placed on the 
road, and there has been very little travel through 
from Sandusky. The business done on the line 
has been altogether local. The earnings of the 
road in this condition for the 
Ten days in September were...........$2,577 25 
CII bods. crass: ch caeated accisecacc Meas 16,838 84 


Total, one month, and ten days...... $19,176 11 

This income is but an earnest of what the road 
will earn when in full operation, and it goes far to 
confirm the opinion heretofore expressed, that this 
road, when finished and putin complete operation, 
will be one of the very best paying roads in the 
United States.—Cin. Gaz. 





Canada. 

Another Railroad from the St. Lawrence to Lake 
Huron.—A project of building a railroad fiom 
Prescott, on the St. Lawrence, to Lake Huron, is 
attracting considerable attention in Canada. From 
Prescott to Georgian Bay, the distance is 270 miles. 
It is easy to see that such a road would shorten the 
distance very materially from Boston to the Lake 
Superior region, and the great Northwest; and its 
construction is likely to be aided by that city, and 
by the lines of railroad that would be brought into 
connection with the proposed road. Meetings have 
already been held in Prescott and Brookville, in 
Canada, in reference to the above project, and sub- 
scriptions are being raised for a survey of the 
route. 

The Ogdensburgh Sentinel expresses great con- 
fidence in the success of the measure. That pa- 
per says :— 

“ Passing, as it will, through the very garden of 
Canada, and connecting with Lake Huron, at a 
point nearly opposite the straits that unite that 
Jake with Lakes Michigan and Superior, and say- 
ing an immense distance of travel and transporta- 
tion from Michigan, Wisconsin, Illinois, and the 
Mississippi river, it will almost of necessity be the 
great thoroughfare for the Atlantic business of the 
immense region through which it passes, and with 
which it will be the shortest, quickest, and most 
commodious channel of communication, 
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Diving Vessels. 

In our late sojourn in Paris, our attention was 
attracted to a diving apparatus worked on the river 
Seine, in front of the Institute. It is a new and 
happy modification of the diving-bell, invented by 
M. Cave, the eminent engineer, for the purpose ol 
descending to the bottom of rivers, and carrying 
on works there with greater facility than by the or- 
dinary diving-bell. On the front of a dredging 
vessel is placed a large chamber, made of sheet- 
iron, having the form of an elongated hemispheri- 
cal cup, 22 feet nine inches in diameter, and 16 
feet 3inchesin height. In the centre of the bottom 
of the vessel there is a large opening which com- 
municates with the river, and in it is placed vertical- 
ly a large cylinder ot sheet-iron, open at either extre- 
mity, and which can, by means of grooves, be 
lowered to any depth that may be required. When 
it is desired to examine the bottom of the river, it 
suffices to lower the cylinder; and, by the aid ol 
an air-pump, a large;.quantity of compressed air 
is forced into the chamber. The water by that 
means is expelled underneath the cylinder, until at 
length the bottom of the river is left dry. The 
workmen can then descend inside the cylinder, and 
| proceed with the work without*any difficulty. 

For communicating from without with the cham- 
ber, there is provided an ante-chamber, for persons 
to go in and out without allowing the compressed 
air to escape from the inner chamber. The coors 
of the inner chamber are hermetically closed, by 
which means the loss of compressed air is small, 
and is easily replaced. For the purpose of open- 
ing the inner door, it is necessary to open a valve 
to allow a small quantity of air in the inner cham- 
ber to escape into the ante-room, to restore a ba- 
ance and make the pressure the same on both sides 
of the door. Anda similar contrivance is neces- 
sary in the outer door ; but before the valve is open- 
ed in the outer door, care must be taken to close 
the inner door and valve. There is another con- 
trivance for forming an air-tight connexion be- 
tween the vertical cylinder before described and 
the chamber. This is effected by a flexible joint 
or tube made of leather; one end is fastened 
to the bottom of the chamber and the other 
to the top of the cylinder. This leather fiexible 
tube allows some play in the cylinder, so as to 
adapt it to various depths of water or variations in 
the depths of the river. The compression of the 
air is very easiiy accomplished by the steam engine 
which usually accompanies dredging vessels. The 
engine works two air-pumps, which communicate 
by a pipe to the chamber, and supply compressed 
air at discretion ; of course the density of the air 
must be in proportion to the depth of the water. 
It would appvar that the workmen do not feel any 
particular difficulty in working in such an atmos- 
phere ; the only ‘inconvenience in the augmenta- 
tion of the density of the air is a slight pressure 
and noise in the ears. This vessel on the Seine is 
only an experimental one, to show that all descrip- 
tions of work can be performed under water with the 
greatest facility. M. Cave has already established 
two similar vessels for scouring the mud-banks of 
the Nile. The dimensions of them are much 
larger, the cylinders being 29 feet 3 in. by 19 feet 
6 inches.—London Architect. 





New London, Willimantic and Palmer 
Railroad. 
At a meeting of the stockholders of this railroad 
at New London on the 12th instant, the annual re- 
port of the directors was presented, from which it 


appears that the cost of the road, up to this date, is 
$1,450,000. The length of the road is 66 miles.— 
It was opened from New London to Willimantic, 
in November, 1849, to Stafford Springs, in March, 
1850, and to Palmer, where it connects with the 
Western railroad, in September, 1850. The total 
receipts have amounted to $167,400, and the ex- 
penses of working and repairs to $86,200. Of this 
amount a part has been appropriated to the pay- 
ment of loans, and interest on bonds, leaving a 
balance of earnings of $15,718. The receipts of 
the last season exceeded those of the preceding sea- 
son by 50 per cen’. It is proposed to extend the 
road in this State in the ensuing year from Pal- 
mer through Belchertown to Amherst, and by the 





Ware river towards Barre,—Daily Advertiser, 





” State Debt of Georgia. 

The message of Governor Towns is caleulated 
to deceive the people of Georgia in regard to the 
amount of of the State debt. It estimates the debt 
at $1,424,722 22; but does not include in the esti- 
mate the liability of the State, on the aceount of 
the Central Bank. That liability, which will have 
to be met out of the Treasury, is $371,000, and the 
assets of the bank are only estimated at $100,- 
000—leaving a balance of $271,000. The Trea- 
surer’s report states the matter as follows :— 


Due July Ist, 1853, at 6 per cent...... $10,000 00 
Due Jan. Ist, 1858, Oni oii he hbaeoe 22,222 22 
Due July Ist, 1863. 4 35... 2 egal 45,000 00 
Due July Ist, 1863, eee 25,000 00 
Due July Ist, 1868, 7. | equa 216 500 00 
Due Sep. Ist, 1869, et | ee bee 301,500 00 
Due June Ist, 1870, C4 OST 202,750 00 
Due July 1st, 1871, C:*.ay Hpewete 219,750 00 
Due June Ist, 1872, ~ + g++ 130250 00 
Due Jan. Ist, 1873, a  aedael 170,750 00 
Due Jan. Ist, 1873, een er eau 41,000 00 
Due May Ist, 1874, Oat Sa 81,500 00 
Due May Ist,1874, 7‘ = ..ee-. 183,500 00 
Sterling bonds at 5 per cent.......... 72,000 .00 
Central Bank liability............... 271,000 00 





Aggregate actual debt........... $1,995,722 22 

The last item on account of the Central Bank, is 
not included in the Treasurer’s report, but it is so 
clearly a liability of the State, that it ought to have 
been so reported. 

To the above must be added the sum of $168,- 
542 18 for 4,200 tons of iron purchased for. the 
State road without any authority by law by the 
engineer, with executive approbation. This claim, 
if assumed by the Legislature, will run up the 
State debt to $2,164,264 40—being nearly one mil- 
lion larger than stated in the message. 





Commerce of Charleston. 

The direct trace of Charleston, S. C., has lately 
increased in an extraordinary degree, and prom- 
ises to extend itself still further. The ‘“ News” of 
that city states that the receipts of the revenue at 
the custom house there, for the last three months, 
have averaged about $100,000 per month, exclu- 
sive of the duties to be paid on goods which have 
gone into warehouse. he usual quarterly aver- 
age receipts for duties at the places referred to, is 
said to have been $100,000, exhibiting at this rate 
a quarterly increase of 200 percent. This rapid 
and prodigious growth of the direct foreign com- 
merce of Charleston will make it of more impor- 
tance as an entrepot of trade with the section of 
country immediately related to it by railroad and 
other means of intercourse ; and as its business 
operations and wealth are multiplied, so commer- 
cial connection with it will become more valuable. 





Extension of the Ohio and Indiana Rail- 

road Westward. 

Last week we noticed the eastern connections of 
our railroad, not only with Pittsburg and Philadel- 
phia, but also with Cleveland and Dunkirk, through 
the Columbus and Cleveland road, which it inter- 
sects at Crestline, 76 miles northwest of the last 
named city. As a matter of interest to the coun- 
ties lying west of us, we may now refer to the pro- 
posed extension westward in the direction of Chi- 
cago, Ottawa, and the upper Mississippi, which we 
understand is the aim of the company, as the 
means can be provided for grading the road. For 
the intermediate country lying between the Wabash 
and Erie canal and the northern Indiana railroad, 
this will furnish the shortest and most natural route 
either to Philadelphia, New York, Pittsburg, or 
Cleveland. Fort Wayne, by railroad, is bat 3104 
miles, and Warsaw, but 260 miles from Cleveland. 
‘Taking Warsaw, therefore, as a central point in, 
this intermediate district, the distanee thence to 
Cleveland, [and the traveller cares not to strike the 
lake west of Cleveland,} by our railroad is about 
28 miles less than by the proposed intersection witn 
the southern-Michigan road at Goshen. To the 
other prominent points in that section of the State, 
Plymouth, Rochester, Peru and Logansport, a like 














saving di distance is offered by intersecting our route 
at some point west of this. From nsport to 
Cleveland the distance would be some 30 miles less 
by intersecting our road, even as far west as War- 
saw, than by the connection with the Bellefontaine 
road at Andersontown.—Fort Wayne Times. 
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Saturday, November 22, 1851. 





Vermont 

One of the most exciting topics before the Ver- 
mont Legislature, which has just adjourned, was 
the petition of the Atlantic and St. Lawrence rail- 
road company for a further time in which to locate 
their line. It was originally contemplated to run 
up the Connecticut. Subsequently, surveys show- 
ed that a more favorable route could be obtained by 
following up one of the branches of the river, call- 
ed the Nulhegan. The company wished to adopt 
the west branch of the latter stream, but as adoubt 
existed as to their right to bear so far to the west, 
they made a formal location on the east branch, to 
comply with the provisions of their charter. The 
time limited for the location having expired the 
company petitioned to have this extended; and as 
their wishes as to the route were well known, the 
real point that came up for discussion was, wheth- 
er they should be allowed to locate on the west 
branch. The most formidable opposition came 
from the Passumpsic railroad, and the people oi 
Derby and its vicinity. The former claimed that 
the route contended for, in equity, belonged to them, 
and that they wished to improve it, for the purpose 
of extending their road into Canada; the Derby 
people insisted that if the Atlantic and St. Law- 
rence railroad wished any further privileges, they 
should purchase them by being compelled to make 
a long detour for the convenience of the inhabi- 
tants of a particular section. These considerations 
were all overruled, and the petition was granted 
by a large majority. 

The route of the Atlantic and St. Lawrence rail- 
road is now definitely located, as is that of the St. 
Lawrence and Atlantic. A conference was recent- 
ly held by these two companies, at which it was 
agreed that Island Pond, one of the head waters of 
Clyde river, should be their point of junction.— 
This point is about 13 miles south of the Canada 
lines. This distance is built and owned by the 
Canada company. The latter company were ex- 
ceedingly desirous to have the junction fixed as 
agreed, for the purpose of connecting their line 
with the Passumpsic road, and so form a direct 
route to Boston. The Atlantic and St. Lawrence 
company favored the location, for the reason that 
it is upon the shortest and most convenient line to 
Rouse’s Point, to which they contemplate opening 
a branch as soon as the main trunk shall be com- 
pleted, Island Pond, therefore bids fair to become 
the most important place in Northern Vermont, be- 
ing the point of junction of four important lines of 
railroad. it is about equi-distant from Portland 
and Montreal, and surrounded by a fertile country. 
As it will be the terminus of the above road, the 
necessary buildings to accommodate their wants, 
will, of themselves, constitute quite a town. 

All disputed questions having thus been disposed 
of, the great line from Montreal to Portland will 
now be pushed forward with energy, and we expect 
in a year from this time to see the cars running 
from one city to the other, and in a year more from 
the city of Quebec to Montreal, Portland and Bos- 
ton, 
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This road, as its name indicates, extends from 
the capital uf the State to the Wabash canal, at 
Peru, a distance of 72 miles. It is looked upon as 
an important project in Indiana, from the fact that 
it opens the shortest outlet for the central part of 
the State, to New York. The Wabash canal has 
diverted the trade of all that section of country 
within reach of it, from the southern to the north- 
ern or lake route. New York is the commercial 
terminus of every line of internal communication 
in the United States, and will use the lake route in 
connection with the canals and railroads of the 
west, as soon as they are completed, as her means 
of intercourse with that great region. The north- 
ern route, as it is called, is the cheapest, most ex- 
peditious, and more favorable in every respect for 
the region named, than the river route by the way 
of New Orleans. 

The distance from Toledv to Peru is 166 miles, 
and to Indianapolis 238. From the latter place, the 
lakes can be reached over the Peru road, by a much 
shorter route than any other. For this reason, the 
above road, when opened, must command the trade 
of central Indiana. A merchant at Indianapolis, 
having a quantity of produce to forward to, or 
wishing to order merchandise from, New York, 
would use the Peru road, as the shortest and 
cheapest route. What would be true of Indiana- 
polis, would be equally so of all parts of the coun- 
try within 30 or 40 miles of the town. Each pro- 
jected road in Indiana is being constructed with a 
view to the accomplishment of certain objects.— 
The Terre Haute and Bellefontaine road will com- 
mand the great stream of travel flowing east and 
west. The Madison and Jeffersonville roads open 
outlets to the Ohio, and southern markets. The 
Lafayette and Lawrenceburg roads will form an 
important part of the great through line between 
Cincinnati and Chicago. The Peru road will open 
an outlet north, and constitute the great channel of 
business communication between a large portion 
of Indiana and New York. On this ground, it oc- 
cupies a prominent position among the roads of In- 
diana, and we believe it cannot fail to be one of the 
most productive. Its cost, we presume, will be 
much less than that of any other road. 

Of the whole road, 224 miles were opened in 
March last and is doing a remarkably fine busi- 
ness. The balance of the line is under contract, to 
be finished next season. The contract embraces al] 
but machinery. We learn that Messrs Tomlinson 
& Co., the contractors, are pushing the work with 
extraordinary energy—that all the grading has 
been sublet to be finished by the first of April next, 
that the foundations of the White River Bridge at 
Noblesville have been completed, and that this 
structure will be completed early in the spring, so 
as to admit the commencement of the work of track 
laying at an earlyday. The Indiana papers speak 
in the highest terms of the efficiency of the con- 
tractors, who are winning golden opinions for the 
prompt and energetic manner they are pushing the 
work. 

The road is to be run by the Madison company. 
We learn that a contract is soon to be given out 
for iron, so as to have it delivered at New Orleans 
in season to take advantage of high water in the 
spring. 

We are happy to chronicle the new impulse 
given to this work. The people interested in its 
construction, feeling assured that this is secured, 
are now taking hold of it with renewed earnestness 
and vigor, 
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Internal improvement Conventions. 

A great southern and western railroad conven- 
tion is to be held in New Orleans on the second 
Monday in January. 

It is also proposed to -hold a State internal im- 
provement convention in Kentucky, during the 
session of the Legislature, 

A convention is soon to be held at Peoria, Illi- 
nois, to devise some method of improving the na- 
vigation of the Illinois river. 





Stock and Money Market. 

We have little change to note in the general 
condition of the market since our last. Money 
still remains scarce for all projects out of the re- 
gular business channels, where it is tolerably 
abundant. It is with difficulty that loans are ef- 
fected for new works, or in fact for any project the 
reputation of which is not well established. 

As some of our readers may perhaps be misled 
by the report of the state of the market to be found 
in the daily papers, which quote the loans at 7 and 8 
per cent, we would state that such loans are cffected 
upon a security that has a known and determined 
value. Take the Erie stock for instance. This 
will sell on the instant, fora given amouut. Those 
having money lying idle fora short time, make 
what is termed cal/loans, upon securities that have 
the attribute of instant convertibility, as they can 
realize their money at any moment. Such loans 
it will be seen are no guide for those who offer 
what may be said to have no market value, but 
what is purchased for permanent investment. 

The great cause of the present diffienlty of ob- 
taining money for railroad, is the vast number of 
projects offerings. On that account we think the 
railroad companies must pay a large bonus for 
some time tocome. The supply regulates the de- 
mand and rate. A large number of our new road 
will be soon in operation and will begin to pay 
off their indebtedness, which. will in time tend 
much to alleviate the pressure caused by the im- 
mense sums we are putting into our public works. 

It is stated unofficially that the Erie will declare 
a4per cent. January dividend out of the earnings 
of the road, and that it will have a surplus of 14 
per cent. left. If this should prove cerrect, the 
Erie will make a more favorable exhibit of earn- 
ings for the first six months than any road ever 
opened in the United States. 1t is also stated that 
the cost of operations does not exceed 43 per cent of 
its earnings. The effect of this announcement has 
been to carry the stock to a high figure. If the 
road in its present condition and before any of its 
western connections are formed, can earn 5% per 
cent for six months, it can greatly increase this 
amount when all these arc completed. 

The Evening Journal gives the annexed state- 
ment of the quantity of flour, wheat, corn and bar- 
ley, left at tide water during the 2d week in No- 
vember in the years 1850 and 1851, as follows: 








Flour. Wheat. Corn. Barley, 
bbls. bush. bush. bush. 
1850. . . 202,003 225,422 22,714 109,344 
1851... 161,844 164,774 84,315 211,435 
Dec....41,159 60,648 Inc. 61,601 102,091 


The aggregate quantity of the same articles left 
at tide water from the commencement of naviga- 
tion to the 14th Nov., inclusive, during the years 
1850 and 1851, is as follows: 





Flour. Wheat. Corn. Barley. 

bbls, bush, bush. bush, 
1850. . 2,604,855 2.694,362 3,166,392 1,517,416 
1851... .3,047,048 2,843,197 7,380,374 1,427,680 
Inc,.... 442,193 148,836  4,213,982dec. 89,736 








Be on RI a. 
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The-aggregate quantity of the same articles left 
at tide water from the commencement of naviga- 
tion to the 14th Nov., inclusive, during the years 


1849 and 1851, is as follows: 
Flour. Wheat. Corn. Batley. 
bbls. bush. bush. bush. 
1849....2,710,155 2,217,737 4,852,409 1,197,415 


1851....3,047,048 2,843 197 7,380,374 1,427,680 


Increase. 336,893 625,460 2,527,965 230,265 

By reducing the wheat to flour, the quantity of 
the latter left at tide water this year, compared with 
the corresponding period of |ast year, shows an in- 
crease of 471,960 bbls. of flour. 


The following from the Boston Courier, will show 
the fluctuations in stocks the past year. It will be 
ed that the dividend paying securities have fluctu- 
ated but little, and asa general thing, have more 
than maintained the quotations of a year since; 
while the “fancies” have varied very largely in 
price, and with scarcely an exception, are lower 





than in November, 1850 :— 
1850. 1851. 
Nov. Feb. May. Aug. Nov. 

Boston and Maine.105 106 1054 103 105% 
Boston and Prov... 864 85 893 85 894 
Boston and Wor...102¢ 106 106 101% 1034 
Michigan Central. 101 95 994 1044 107% 
Fitchburg......... 113° 112) «1124S 109s A 
Eastern.... ...... 1033 1023 1024 943 100 
Western.......... 1044 108% 104, 103 104 
Northern........ . 693 Tl 703 664 684 
Old Colony....... 614 68; 683 66 66% 
Fall River........ 86 94 92 93 964 
Rutland.... ...... 573 57 57% 44 43 
Reading.......... 343 31§ 273 254 27% 
Ogdensburg.... .. 353 39 40 304 303 
Vermont Central.. 334 35} 374 30 = bg 
Vermont and Mass. 314 30 30} 25 22¢¥ 
Wilmington ...... 6 304 293 263 273 
Norfolk County... 42  30bid 203 20 155 
Cheshire.......... 633 61 583 49 49 
Man. & Lawrence. 914 90 85 86 75a80 
Pittsburg Copper 

Co....cccccoce. 93 99  Mbid 92g 102 
East Boston Co.... 183 274 33 22 «Qig 
Edgeworth Co..... 7h 105 93 7 69 
Canton Co........ 644 768 594 65 
Essex Co......... 100 109 107 «=©9280a85 
Winnisimmet Co..120 bid 160 100bid 150ask 
Ogdensburg bonds. 954 99} 74 94 93 
Vt. Centra! bonds, 

5 er eee 924 9% 68 998 9 
Vt. Central bonds, 

, ae eee 864 923 91 90 833 
Vt & Mass bonds.. 844 88 874 852 83 
Rutland bonds, 55. 843 87 §=688? | =—887—is«8B 


The above quotatations were the prices on the 
15th day of each month enumerated, being three 
months apart. There were important fluctuations 
between those dates, which it would be almost im- 
possible to give in this form. For instance, the 
shares of the Vermont Central railroad were at 
$374 on the 15th May, $30 on the 15th August, 
and at $354 on the 15th of September. At the 
close of that month and early in October, some fif- 
teen thousand shares, which had been bought and 
held for speculation, were thrown upon the mar- 
ket, which has not yet recovered from the shock; 
although the shares are now more scattered, and 
better held than before. 


Morris Canal.—T he receipts of the Morris canal 
company were :— 


Week ending 8th inst. ................ $3,822 47 
Same week last year.................- 2,089 02 
Increase in 1851 ..... 0... 00... 0.02 +0 0+$$1,733 45 
Total to 8th November, 1851......... $100,094 56 

do. do. TP ove se tens 87,095 83 





Increase in 1851 .,.....5 +5. cece. «e+. $12,998 73 
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Illinois and Michigan Canal.—The receipts.on 
the Iilinois and Michigancanal duringeight months| [CORRECTED FOR WEDNESDAY OF EACH WEEK. ]} 
of the year J851, from March to October, inclusive, Nov. 12. Nov. 19. 
WOOP cc csiiuessdsts ses Beh ads dees $97,253 88} Albany and Schenectady. ...... 894 93 
Same period in 1850......00 see seers 76,515 91 | Atlantic and St. Lawrence.. ..60a65 * 
a carnage * Amironcoggin and Kennebec. .30a35 _ 
ONG TA WOU once secencas sees. pues 20,773 97 cone = 4 ot neh ovece ASAI Hg rs 
Michigan Central Railroad.—The earnings of} poson iad Ween ae 102 
this road for October, were : Boston and Providence ........ 89% 86 
POR sabe cvns cede scene osennces 4004 $74,446 22) Bost., Concord and Montreal... 36 ~ 
Passengers.... .... 0... 22+... ee++++++ 95,606 60} Baltimore and Ohio ........... 673 _ 
Miscellaneous..............+..++.+.-. 30,670 57} Baltimore and Susquehanna.... 34 _ 
—————_ | Cheshire .... 2.22.2... 0... 0005. 47 48 
Total .... 0.0. cece cece ec ceee cece sees ++200,723 39} Cleveland andColumbus....... — a 
NE ee ers Serre? 165,572 93} Columbus and Xenia.......... - aa 
————| Camden and Amboy........... -- = 
STORER osc. dccd- coceicusd,cdmaenaeaes 35,150 46} Connecticut River............. 60 _ 
The working expenses in October, were $32,500, | Delaware and Hudson ‘canal). . 108% 107% 
which is but 16 per cent on the earnings. — ste cee cece cece cownns - my 
The aggregate earnings of the last 11 months Fall River, ‘ i oe ethane 96} 04 
Dawe BON s0s . cncecscocccsicnce sees $999,720 16] Pitchburgh ..........--.+.-22.1J1 1194 
ee. A eee 752,037 54 WEE Sovccace cos ous utes. eh ait 
“Tae cca cnn) OCI COMMUN 5.03 el. Hede  = ae 
Increase, 33 per Cent.... 2.2 sees eens 247,682 62 Harlem w noe snddediadid adcabsin 66 684 
Cleveland and Columbus Railroad.—The earn-| Hartford and New Haven...... 122 _— 
ings of this road in October, were: Housatonic (preferred)......... — <—e 
PRRUNEIE ic ve vssv sees ices sods ceee $38,547 43| Hudson River................. 70 744 
BD, CB as x's vin vues sete.nase envones 2,923 79| Kennebec and Portland... .... 50a55 _ 
UNIT: cencnin'xe o.5xee sone eencqeuscsipnl 22,000 00} Little Miami ................. ov ws 
‘ <anteepiaen t SNE MINN 6d onic ces’ seaveswelee. 15 14 
tsi jo. 2. + oe 
naire heanininiitiniihdiciie Madison and Indianapolis... .. 90 93 
Railway Share & Stock List| Michigan Central.............105 1083 
Montgomery and West Point... — - 
CORRECTED WEEKLY FOR THE Michigan Southern............ —_ — 
AMERICAN RAILROAD JOURNAL. | Manchester and Lawrence...... 70 _ 
| LC ree 143 154 
NEW YORK NOVEMBER 22, 1851. New York and New Haven.... 109 108 
POPC i cost Wee 203 —_ 130 
GOVERNMENT AND STATE SECURITIES. | Northern........ ............. 683 68 
U. S. 5's, 1853 Sede FOCS CEOS CEOS OOS COCO Cbs 1014 Nashua and Lowell cat 1043 hie 
U. S. 6's, 1856 .. 0... 02+ eens sere cere cree ees 1064 | New Bedford and Taunton..... 108 — 
U.S. 6 S, Dstccnen Vacneacnededsedaunde 1103 Norwich and Worcester “RAL A 55 464 
U. S. 6’s, 1862—coupon.... .... cee e eens eee 1144] Norfolk County................ 9 16 
U. S. 6's, 1867. . 2.2.00. cee cere eeee ee ee cee 1154 Ogdensburgh ................. 31 303 
U.S. 6’s, 1868 Seeutacddlases 686d ccwe dacs bees 1163 J Cees, bd 
U. S. 6’s, 1868—coupon .... 6... eee eee wees 1224 | * it Ae Saetteiei 103 72 
Band Warrants. .c.ccccecveces coun cove 140a145 IU ec cccctn cent... — — 
Arkansas 6'S..... 60. s+ +e eee eee eens oe 52053 Pittsfield and North Adams... 95 er 
IMEI OO vcae vccs, .uve seed cuts dSbe coe Philadelphia, Wilm’gton & Balt. 274 28} 
erg gt BEd AS IER ead dea ede pe. PL == srasonde aussie _ aa 
INGE GR), Naas ce ccea. cocks cece saumebed a68 | Richmond and Fredericksburg... — pi 
Kentucky 6’s, 1871 .... 0... 2s. . ee eee 1043a106 | Richmond and Petersburg. . ma pe 9 ~_ 
Massachusetts sterling 5’s..........+... 105a106 | Reading...................... 554 563 
PUI OP, BEE 600 ccs ccnc cécegeas 1004 | Rochester and Syracuse.... .. = 110 110 
DR OP NON a cae Sada cad eqascees swdeees a, | RRR peomeaapgerepes 45 434 
Maryland 6'8.... ...- seesee cere cee cece eens 1024} Stonington ................... 52 44 
oe Se Te Si nkc ccncceéns cus _ ~— 
MISSISSIPPI] 2... - 200 coos cece erent ewes cone ne —— | Syracuse and Utica........... 123 —_ 
New York Bl ee ae Sept 1034 Sullivan Tex ory i ee 15490 a 
Ohio 6’s, 1860 meee cee tees eee cee tees cease 109 | Taunton Branch.............. 108 110 
Pennsylvania O65. oi\s 6 cecs ctvk ove’ cee ; o Troy and Greenbush........... 90 one 
_ ; i nt nhee'cnes sanieini — a 
RAILROAD BONDS. _. | Utica and Schenectady......... 1274 1274 
Atlantic and St. Lawrence, 6 percent........ 85 | Vermont and Canada 97 993 
BeeSONO Bae CNG, Ty coon cess seed cccecs 944] Vermont Central............ 264 26 
Boston and Providence 6’s, 1855............. 101 | Vermont and Massachusetts... 273 on 
Boston and Worcester 6’s, 1855, convertible. . 1074 Virginia Central.... Pcp ; 
Bost., Concord and Mont. 6’s, 1860, mortgage. 874| Western ............ Tee ee ee 1033 
ne baer one SaSaaAnoats tins 23 Witmingien and Raleigh ...... 56 ats 
onnecti ’ i oscsssee as 0 d 
Erie 7's, 1859... ..+0 cess sees sere cess cece, 199 | ~ TE and Cumberland (Pa.).... 194 ~ 
TPE Serre eer ly a tore 106 Verdict against a Railroad Com 
re . pany. 
Erie income 7S... 1+. sees cece cece ceeeees 93 | A Mr. Hood on the 15th of January last took 
ay eae 1014 ; N oe. 
Michigan Central, convertible, 8’s, 1856..... 1044 | Passage at New Haven for Collinsville Conn., 
New York and New Haven................. 100} | buying a ticket for that place at the railroad office. 
Norwich and Worcester, mortgage, 1860..80a85 | At Plainville the conductor gave him a check for 
roe pero ager steeeeeeseee cece cesses O7$| the stage, which at that place connected with the 
gdensburg 7's, 1859. .... 02. se. cere eeee ss 91 | cars, in exchange for his ticket, The sta 
Portsmouth and Concord...........+...+-90a85 . yr wee 
PUREEIIEG OTL, BOIS 3 cccc ndes ches dgeces 943 | upset and Mr. Hood’s leg was broken. He sued 
Rettlund 7s; IGS se 6.5 IR A 08: 90 | the railroad company for damages, but they con- 
Reading mortgage, 1860......... 6... 022.0. 78 |tended that in the first place that they were not 
. ¢ Dh sin ntouleseo/adtevinsa 70 | authorizea to carry passengers in stages, and if 
Sullivan, mortgage 6’s, 1855................ 67 | they had been they had no control over this acci- 
Vermont Central 6’s, 1852.......... 00. eee 90 |dent. The Court and Jury ruled differently, how- 
se “ 6’s, 1856.................. 85 |ever, and gave a verdict for the plaintiff with $3,- 
Vrrmont and Massachusetts 6’s, 1855..,...,. 86 | 400 damages and costs. 


— 
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For the American Railroad Journal. 
Zrie Railroad. — 

“ The Erie railroad has ceased to be an experi- 
ment,” from being constantly repeated on all sides, 
has become a sort of a bye-word; and whether 
true or not, has had the effect to make the state- 
ment generally believed. This idea has made its 
stock and bonds nearly equivalent tothe amount of 
money they represent, and the fullest confidence is 
felt of a still more favorable result. 

The Erie road is deservedly the pet project of 
New York. We believe it to be essential to the 
maintenance of, and to secure to us beyond dispute, 
our western trade. We take pride in the vastness 
of the achievement. The world cannot boast of 
a similar work in all respects its equal. Itis a 
magnificent monument of the energy and persever- 
ance of those who for years have been entrusted 
with its management. From its vast cost, our citi- 
zens have a corresponding interest in its success. 
We are influenced alike by motives of pride, of in- 
terest and ambition, to believe all we hope from this 
great work. 

The road is now so far completed that opinion 
can have no influence in its success. A person 
may speak freely in relation to it, without the risk 
of being charged with hostility, and without the 
fear of embarrassing its operations. Before it was 
opened, the extent of its success was a matter of 
conjecture, and an adverse public opinion would 
have been fatal to its progress. Success now no 
longer depends upon public estimation. It is bound 
up in the result, which can neither be rendered fa- 
vorable nor unfavorable by anything that may be 
said or written in reference to it. We do not re- 
ceive to its fullest extent the prevalent idea, and 
we believe we can much more effectually promote 
the good of the road, which we have as much at 
heart as any person can have, by giving our own 
views, than by echoing those of the public. 

The Erie railroad (the fact of its success, we 
mean) has not ceased to be an experiment. This 
it is just commencing to solve. Its past history af- 
fords no very flattering augury for the future.— 
The estimates which have been made of its cost 
and revenues, are, as we shall show, entirely un- 
reliable. In attempting to ascertain the probable 
amount of these items, the best guide we have is 
afforded by the experience of similar and older 
works. But even this is not infallible, and the de- 
gree of success must always depend upon the cir- 
cumstances of each case. 

The Erie road, in the first place, is not in a pro- 
per condition to institute the experiment which is 
to test its success. It is opened, not completed. 
Without vast addition to its present cost, the expe- 
riment now making may result in failure, when 
with an increased outlay it might prove completely 
successful. We will endeavor to show why the 
question ot its success should not be taken as.a 
foregone conclusion, and to point out the condi- 
tions necessary to a favorable result. 

We may take for granted that a road, of the ex- 
tent of the Erie, can never do a profitable business 
without a double track. On a line of road of 500 
mile, no regularity can be givengp trains without 
them; and the numerous accidents on roads doing 
a large business, prove the great danger of operat- 
ing the road with only one. 

The officers of the company admit the necessity 
of ‘another track, and that they are prevented from 
laying it down by want of means alone. Every 
road doing a large business lays down a double 
track as soon as it can get the means to do so.— 





The superior economy of two over one, even with 
the additional cost, is confirmed by general experi- 
ence; and we affirm that for the experiment to suc- 
ceed, the Erie road must have two tracks, for near- 
ly all, if not for its whole line. Without such, the 
road cannot make money, no matter what its re- 
ceipts are. The amount of receipts of a road fur- 
nish but little evidence of its net earnings. The 
Boston and Worcester road, for instance, earn 
about $15,000 per mile per annum; yet this, at 
most, is only a seven percent. stock. At the above 
rate, the gross receipts of the Erie would be over 
$7,000,000, a sum double the most extravagant es- 
timates of its revenues, 

To lay down another track, and place it in com- 
plete order, with the acditional equipment required, 
it would cost at leas: $5,000,000. This is at the 
rate of $10,000 per mile, which we believe to be 
a small estimate. Most of the bridges on the route 
are, we understand, built for a single track. Such 
is also the case, we presume, with the culverts, road 
bed, ete. 

We also estimate that the company need at least 
$5,000,000 more, to place the road in a proper con- 
dition ; to properly stock it, to prepare suitable de- 
pots and station houses, to carry out the necessary 
improvements at Dunkirk, Piermont, Jersey City, 
and to meet the innumerabie items required to 
complete a road. The sums added to the last esti- 
mated cost of the road in the report of the directors, 
would make the entire cost something over $30,- 
000,000. But to this sum must be added the float- 
ing debt of the company, and the present increased 
cost over the estimates. We of course have no 
means of exactly ascertaining this amount, but we 
have no doubt of its being large. But admitting 
that $10,000,000 additional will complete and stock 
the road, we have $30,000,000 upon which to de- 
clare a dividend, instead of $20,000,000; and al- 
lowing that the $10,000,000 be raised by the bonds 
of the company, we have the interest on $25,000,- 
000 to take care of, before any dividend can be paid 
upon its stock. 

Extravagant as these estimates may be, we be- 
lieve that they will fall short of the sum required 
to place the road in a suitable condition for its 
highest efficiency. 

We are aware that the above differ widely from 
the estimates which have at different times been 
made by the officers of the company. The first es- 
timate of cost was about $6,000,000 for the whole 
line. In 1844, the board of directors, of which 
Horatio Allen, Esq., a well known and highly dis- 
tinguished engineer of this city, was president, es- 
timated the cost at $9,000,000, and Mr. Loder, the 
president of the company, in his report issued in 
1848, cstimated the cost at about $12,000,000. He 
stated that it would be to the stockholders the 
cheapest road in the country, and its cost would not 
exceed one half the cost of the Western railroad of 
Massachusetts, which was $50,000 per mile. In 
1850, the cost was stated to be over $20,000,000— 
being an increase of $8,000,000 in a little over two 
years. We do not adduce these figures from any 
improper motive, but simply to show that the com- 
pany may be just as wide of the mark at an esti- 
mate of $20,000,000, as at 6, or 10, or $12,000,000. 
They were honestly made for a good purpose, and 
with the best lights which could be had at the time. 
Further evidence showed the necessity of increased 
appropriations. 

What will be the cost ot the Erie railroad, and 
how'can we ascertain it? The most satisfactory, 
and in fact the only mode, will be, to ascertain the 


——————————_—__ 
cost of similar works, and substitute the one for 
the other. Let us take the average cost of six of 
the leading Massachusetts roads, and see what fig- 


ures they give us: 
Cost per mile. 
Boston and Lowell.... .........0 372,060 98 








Boston and Maine................... 47,629 21 
Boston and Providence......... eveee. 64,457 21 
Boston and Worcester.............++. 71,171 63 
Fitchburgh ........ cee. sees seseceees 53,468 11 
Eastern........ Pree le 
6)362,670 60 

Average per mile..............$60,377 00 


The aggregate length of the main stems of these 
roads is 276 miles; of their branches 73—making 
a total of 3494 miles. As a general rule, branches 
cost much less thantrunk lines. The average cost 
of the main lines of the above roads is over $70,000 
to the mile. The main stem of the Erie is 469 
miles long. Its branches, leaving out the Ramapo 
and Patterson, only 38. The comparison is there- 
fore very much in favor of the Erie road. At $70,- 
000 per mile for the main stem, the latter would 
cost $32,830,000; or with its branches, $30,420,000, 
at $60,000 per mile. 

We estimate the ultimate cost of the Erie rail- 
road fully up to that of the average of the roads we 
have instanced. A comparison of routes we be- 
lieve would be against the former. It cannot, we 
think, claim to have been any more judiciously 
managed, or economically built, and we cannot see 
any reason why its cost should be less. 

In estimating the future net income of this road, 
we must take into consideration its ultimate cost, 
which cannot be estimated at less than $30,000,000. 
The experiment cannot be considered as satisfac- 
torally solved, until we see what the road can do 
when fully completed. 

We do not propose to institute a comparison of 
the route of this, with that of any road; our object 
being simply to determine the question of cost, and 
to leave that of the income upon such cost, a mat- 
ter of generalinference. We wish merely to show 
that the Erie road belongs to a family, possessing 
common lineaments, and similar characteristics. 
The Erie is no better nor worse than the brother- 
hood to which it belongs. 

The inference drawn from these facts is much 
stronger evidence than any assertion of the cost on 
the part of directors. 

Scarcely anything in the business line can sur- 
prise us more, than the wide discrepancy between 
the estimate and the cost of a railroad. We have 
compared the estimates and cost of the Erie. These 
were no further assunder than those of most of our 
roads, The Boston and Providence and Boston 
and Worcester, for instance, were estimated to cost 
about $1,000,000 each. Their aggregate cost has 
reached to more than $8,000,000. We refer to 
these, because they are the first to occur to us.— 
They are not alone in this respect, but stand for a 
whole class. 

The Erie road must have more money, and that 
immediately. The first step of the directors should 
be to prepare the public for the call that must short- 
ly be made upon it. Additional sums laid out in 
construction will not render its stock or bonds any 
less valuable. If the company were properly en- 
titled to the loans it has already received, it can 
certainly bring equal claims, to a sufficient sum to 
perfect the work. EXPERIENCE. 


Railroads in Ohio. 
We have received an eladorate reswime of the rail- 








roads in this State, which we shall give in our next, 
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British Provinces, 

Mr. John Young, of Montreal, the newly ap 
pginted Minister ot Public Works in Canada, de- 
fines his position in reference to the projected rail- 
road in the Provinces, as follows: we copy from 
his reply to interrogations adaressed to him on the 
eve of the approaching election in that city. 


I am in receipt of your letter of this date, and in 
reply, beg to say that I have much pleasure in ac- 
quiescing in your wish that I should express my 
views on the subject of the Halifax railway, and 
the canal to cunnect the waters of the St. Lawrence 
with those of Lake Champlain. AsI have already 
stated, [ have accepted office, in the hope that it 
may be in my power toassist in carrying out those 
great schemes of internal imporvement, required to 
enable Canada properly to appreciate the advan- 
tages of her position in the great outlet from the 
western lakes. Of these questions, none are of the 
importance or magnitude of the grand trunk line 
of railway. 

As the act passed at the last session of the Pro- 
vincial Parliament has not yet be. n met with cor- 
responding action in the Lowcr Provinces, it would 
be premature in me to offer any opinion as to the 
result of that measure—a measure projected and 
passed under a former administration, and for 
which { cannot be held responsible. I have, how- 
ever, no hesitation in stating, that Iam strongly in 
favor of the scheme of a railway trom Halifax to 
Quebec and Montreal; but to make this work ac- 
ceptable or desirable tu the Canadian people, it is 
absolutely requisite, that simultaneously therewith 
the construction of a railway from Montreal to 
Hamilton should proceed. This last mentioned 
work I regard as of more pressing importance to 
Canada generally than even the other, especially 
as by the Portland road access will now be very 
shortly had to the Atlantic. Feeling, however, the 
importance of acting in harmony with the eastern 

ortion of Canada, the Lower Provinces and the 

ritish government, in a work of this magnitude, 
it is my opinion that in connection with the rail- 
road from Montreal westward, the line to St. Johns 
and Halifax should becompleted by Canada to the 
borders of New Brunswick. So far, however, as 
I have examined the subject, I am not in favor of 
the line proposed by Major Robertson, by whose 
report the distance to be built in Canada from 
Quebec is 277 miles. 

This survey was made with a view to military 
purposes; and I fear that the commercial advan- 
tages which may be gained by connecting Nova 
Scotia and New Brunswick with Canada, have not 
had due consideration 


I believe that a line for a railway from Quebec 
to the New Brunswick boundary, can be found by 
the way of River du Loup and the Grand Falls, 
and from thence intersecting the European and 
North American railway at or near St. John, which 
will not exceed 190 miles in length. Such a road 
would secure the trade of the St. John’s river in 
Maine and New Brunswick, and could not fail :o 
yield interest ior the capitalinvested. ‘To Montre- 
al, the importance of the western line can scarcely 
be overra'ed; and should the efforts of the govern- 
ment to secure the entire railroad from the extreme 
west to the ocean in British territory be frustrated, 
1 am prepared to assist their anxious desire to pro- 
mote the construction of that part of the line west 
of Quebec by our own provincial resources and 
individual efforts, It must, however, be borne in 
mind, that our provincial securiiies will not bring 
over 6 per cent, while our municipal and other 
bonds may sell only for8 percent. I cannot, there- 
fore shut my eyes to the advantage of building 600 
miles of railway (by taking money at 34 per cent. 
interest) instead of constructing 300 miles, at the 
same annual cost of interest to the Provinces. 

As regards the canal to connect Lake Champlain 
with the St. Lawrence, I shall be prepared to con- 
sider impartially the reasons which may be adduc- 
ed in favor of the several routes suggested. Only 
one route (from Lake St. Louis) has yet been sur- 
veyed, and until comparative surveys are made of 
other routes, and the merits of each duly weighed; 
I sha)! defer expressing a definite opinion as to the 
point of departure from the St. Lawrence. I trust, 

Owever, that the citizens of Montreal, should they 


honor me with their confidence, will rely on my 
anxious desire to avoid any course which may be 
prejudicial to their interests, orto those of the Pro- 
vince. 

I have the honor to be, gentlemen, 

Your obedient servant, 
Joun Youna. 

The above contains the first streak of light we 
have yet seen coming from the friends of the Hali- 
fax and Quebec railroad. Mr. Young proposes to 
follow a commercial, instead of a military line, and 
save by duing so 100 miles in distance ; and by tol- 
lowing the valley of the St. John, to run through 
a country that can do something towards the sup- 
port of a railroad. By his plan, the road from St. 
John to Halifax would become the trunk line for 
both the Quebec and the Maine line. Should it be 
carried out, an immense saving in cost would be 
effected, and a new face would be put upon the 
whole project. We are glad to chronicle Mr. 
Young’s appointment. It places a liberal, intelli- 
gent and energetic man at the head of the most im- 
portant department in the Canadian government. 
His influence is certain to be felt in promoting all 
useful schemes of internal improvement, and he 
may yet save the Halifax and Quebec railroad 
from destruction, by causing the proper route to be 
selected, though we believe he was somewhat of- 
fended with us, for advocating precisely the same 
ground he now occupies. 





Railroads in the Lower Provinces. 
The Legislature of Nova Scotia is now in ses- 





sion. The great topic before that body is the Hal- 
ifax and Quebec railroad. In speaking of the pro- 
ceedings had upon this subject, the New Bruns- 
wicker says: 

On Wednesday, the Provincial Secretary then, 
by command, presented tothe Assembly the corres- 
pondence and documents relative to the proposed 
line of railway in these Provinces, and subsequent- 
ly introduced two bills, the one entitled ‘‘ An act to 
make provision for the construction of railways in 
British North America,” and the other ‘“‘ An act for 
raising by way of a loan a sum not exceeding £1,- 
000,000 for the construction of railways in British 
America.” The tone of the House is moderateard 
satisfactory, and these railway bills will be trium- 
phantly carried. 

A memorandum of the terms proposed by the go- 
vernments of Canada and Nova Scotia, at the To- 
ronto Conference, embracing three propositions, 
the acceptance of either ot which, by New Bruns- 
wick, would bind the other Provinces, was present- 
ed at the same time. These propositions are as 
follows: 

First. That each Province should be responsible 
tor the cost of that portion of the road passing thro’ 
its own territory. 

Second. That New Brunswick should make a 
distinct and separate agreement for the construction 
ot its portion of the line, with private contractors, 
who might possibly be induced to undertake the 
work on Jiberal terms. 

Third. That the line between Halifax and Que- 
bee should be undertaken on the joint account of 
the three Provinces; and that the crown lands ly- 
ing within five miles, on each side of the line, 
should be conceded by each Province, for the bene- 
fit of the road; and that until the payment of the 
cost of construction, and interest, the receipts 
should be common property, after which, each 
Province to own that portion of the road which 
passes over its own territory. 

The following, provisions. are included : 

Canada having provided by legistation for one- 
third of the great trunk line from Halitax to Que- 
bec, and for an extension of that line from Quebec 
to Hamilton, (whence to Windsor, opposite De- 
troit, a section of 200 miles is already under con- 
tract), it is assumed that New Brunswick will pro- 
vide for one-third of the trunk line to Quebec, and 
for the whole of the Portland line lying within her 





territory. It is also assumed that the British gov- 





ernment will advairee al'the money which thethree 
Provinces require, to male both lines—that.iadrom 
Halifax to Montreal—and from a convenient inter- 
section ot the trunk line to the State of Maine—at 
an interest of three and a half per cent. It is fur- 
ther assumed, that while the tolls on the roads, the 
lands to be entrusted to the joint commission, and 
the publie revenbes of the Province, will be pledged 
to the British government to repay the interest and 
principal of the money borrowed—the last will not 
be required, except the tolls and lands yield less 
than the annual interest on the sum for which each 
province is severally responsible. 


Since the above was in type, we learn by tele~ 
graph that the Provincial Assembly have, by a vote 
of 39 to 14, eanctioned the above scheme, making 
the project binding on Nova Scotia. We appre- 
hend there can now be no doubt whatever, that the 
action of New Brunswick will be equally favora- 
ble. So we may consider the construction of the 
Halifax and Quebec railroad, with the Portland 
branch, as beyond question. 

Coupled, we presume, with the above scheme, 
will be the proposed road from Montrea] to Que- 
bec, and from Montreal to Detroit. ‘The Canadi- 
an government already supply a part of the cost of 
these roads, and will probably assume them. The 
whole line from Halitax to Detroit will be about 
1,400 miles, or nearly 1,600 with the Portland 
branch—exceeding the distance required to build a 
road from the western line of Missouri to the Pa- 
cific—a project which is regarded by us as too vast 
to be at present undertaken. 

What a stupendous enterprise this of our neigh- 
boring provinces! Sixteen hundred miles of rail- 
road atadash! If accomplished never let us say 
that they are behind the times. If successful, they 
will be a great ways ahead of the age, for sober ex- 
perience shakes her head and looks on with dis- 
trust. 

If the above line should be built, it would secure 
all that the provinces need for a long time in the 
shape of railroads. The line will traverse the cen- 
tre of the narrow belt of country which embraces 
nearly al! the arable land in the Canadas. It would 
also supply all the railroad accommodations need- 
ed by New Brunswick and Nova Scotia. 

The road can be built within three years after 
all preliminaries ere arranged, if not in a shorter 
period. Nearly every mile of it may be commenc- 
ed at the same time, with equal economy. The 
whole line will run in the immediate vicinity of 
navigable water, from which materials may be 
distributed with the greatest convenience. Should 
the work be pushed with vigor the immense sums 
expended must give a decided impulse to business 
in the provinces. 





Indiana. 


A company has been formed for the purpose of 
constructing a railroad from Peru in this State, (the 
terminus of the Indianapolis and Peru road,) to 
Goshen in Elkhart county, to connect with the 
northern Indiana railroad. The company have or- 
ganized under the name of the Koseiusko, Elkhart 
and Miami railroad company, and have elected the 
following gentlemen Directors:—David Long, 
William Felkner, David Ripey, M. Beck, D.S. 
Pershing, J.S. Frazer, Alvord Wilcox, I. H. Jen- 
nings, and Christian Sarber and the Board of Di- 
rectors have elected Alvord Wilcox, President. 
The neg seem determined to make every ex- 
ertion to push the work on to a speedy completion. 
We view the completion of this link between the 
north and south as of vast importance not only to 
the particular section through which it passes, but 
to our whole State ; persons going from the north on 
this road will have choice of some six or seven 
roads at Indianapolis, and these six or seven roads 
will each furnish some business, it may well-be 





supposed, for this northern road-—Laporte Whig 
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Pennsylvania. 

and Erie Railroad.—We \earn irom 
good authority that this project is making very ra- 
pid progress, and that there isevery prospect of the 
immediate commencement of the work of construc- 
tion under auspices that promise certain success. 
From Philadelphia, as well as from New York, 
continuous lines of railroad are in progress to 
Williamsport, on the Susquehanna, 223 miles from 
the former, and 187 from the latter. From Wil- 
liamsport to Erie, the distance is 240 miles, over, it 
is said, a route remarkably favorable for a railroad. 
It is estimated b ; competent engineers that $10,000 
per mile will grade and bridge the whole line. A 
large sum is row raised on the route, and it is 
stated that Philadelphia will inmediately take hold 
of the work, as soon as the Central railroad shall 
be completed. That city teels the deepest interest 
in the Sunbury and Erie railroad, as it will place 
her in connection with the best harbor on the south 
shore of Lake Erie, by a shorter line than can be 
found to New York. The latter would, we think, 
derive equal advantages from the road, as the dis- 
tance against her is too smal] not to be counterbal- 
anced by her commercial superiority. 





: Important Project. 

The Chicago Democrat brings forward an im- 
portant project for the consideraticn of the people 
and of Congress; no less than the extension of the 
Mobile and Chicago railroad to Lake Superior. It 
will be recollected that Congress has granted tothe 
States through which a railroad from Chicago to 
Mobile will pass, every alternate section of public 
lands along the line, to aid in the work of con- 
struction. Under this grant, the road will be built 
through Illinois, and ultimately to Mobile. A rail- 
road is in pregress from Chicago up the Rock Ri- 
ver Valley to Fond du Lac, and will be built.— 
From Fond du Lac to Lake Superior is about 250 
miles, most of the way through an unsettled coun- 
try. The Democrat suggests that Congress should 
denote lands enough to build the road, opening an 
accessible way at all seasons of the year to the 
rich mineral regions, and doubling the value of 
the balance of the public domain, by the facilities 
of business and increased population. 

The grant of lands for the road is urged upon 
the attention of the Senators and Representatives 
of Illinois and the west, and the Democrat expres- 
ses the opinion that they can carry the measure 


through. 


Finances of Tennessee. 
The Comptroller of Tennessee has recently made 
a report of the finances of the State, which is in 


substance as folluws: 

There has been paid into the State treasury dur- 
ing the two years prior to the first Monday in Oct., 
1851, from all sources, as well as upon- warrants 
issued within that time 1,004,004 94 
And there has been paid out of the 

treasury within that time, for all 


purposes 


Excess of receipts over disbursements 


for the two years......-...+..++- 70,573 69 
Balance in the treasury on the first 
Monday of October, 1849......... 152,198 11 


933,431 25 





Leaving in the treasury on the first 
Monday of October, 1851......... $222,771 80 
The receipts into the State treasury have increas- 

ec within ae last two years from $790,695 53, to 

$1,004,004 94. The disbursements during the 
same time have increased from $862,426 66 to the 
sum of $933,431 25. Receipts over disbursements 


$70,573 69. 





For the American Railroad Journal. 
Mr. Whitney’s Railroad Project, 
H. V. Poor, Esa. 

The remarks in regard tothe above gigantic pro- 
ject, which appeared in the Journal of November 
15th, I consider hardly does justice to Mr. Whit- 
ney. A profile of the route for most of the contem- 
plated line may de seen in documents published by 
order of the United States government, which pre- 
sent no formidable obstacles that need be solved by 
eminent engineers. The-only thing requisite be- 
ing the necessary means whereby the work can be 
successfully carried through to the Columbia river, 
or the Pacific ocean at Puget’s Sound. 

Mr. Whitney fully explained the preference of a 
northern route, starting from the Mississippi river, 
opposite Prairie du Chien, to a more southern lo- 
eation, there being less rain or snow during the 
wioter months, and an infinitely better climate. 

It is a well established fact, that man’s physical 
endurance for labor, and aptitude for toil, is great- 
er north than south of the latitude of Washington, 
and that as you advance toward the Pacific in a 
high latitude, the climate is milder than on the At- 
lantic slope; altogether making Mr. Whitney’s 
proposed route the most feasible ot any within the 
confines of the United States. 

There is another argument in favor of starting 
said railroad line from a point on Lake Michigan. 
Take Chicago, for instance, and you will find that 
it is just about the same distance from Boston ag 
from New Orleans, and somewhat less distance 
from New York, Philadelphia, Baltimore, Rich- 
mond, Charleston and Savannah, to Chicago, thus 
putting nearly all the Atlantic seaboard on an equal 
footing as to distance across the continent of Amer- 
ica. J. D. 





Northern and Southern Routes of Travel. 

In going south from New York, the whole stream 
of travel is thrown upon one line of road. The con- 
sequence is, high fare and poor accommodations. 
On the east, with the roads now opened and in pro- 
gress, the traveller may take his choice oi seven 
different routes, using the New York and New Ha- 
ven as a part of their line, for two or three of them. 
With such a choice of route, there can of course 
exist no monopoly, and a vigorous competion se- 
cures low fare, the highest speed, and the hest ac- 
commodations. Soin goingnorth. In a fewdays 
we shall have three distinct lines to Albany—all 
parallel and near each other. A passenger may go 
from Portland to New York easily in one day, and 
spend from 10 to 3 o’clock, the business portion of 
the day, in Boston on his way, at a charge of $7; 
or $6, by taking the steamboat route. The dis- 
tance is about the same from New York to Rich- 
mond, Va. The fare alone between the last named 
cities is $13 40, just about double the charge on 
the northern ‘oute. 

One would suppose that the route from New 
York to Richmond, Va., would be the most profit- 
able in the United States. As a whole, such isnot 
the case. The numerous routes east, as a general 
rule, pay much higher dividends, notwithstanding 
their higher cost, and numerous competing lines. 


Lakesshore Railroads. 

We learn from the Michigan city News that the 
cars sre now running from that place 25 miles 
west on the Michigan Southern railroad, and on 
the Michigan Central 21 miles. The News also 
says that the Central road will be complete to the 
Illinois tine by the first of December, It is already 
graded to within 3 miles of it. 
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Iowa, 

A State railroad convention was held at lowa 
City, Iowa, on the 15th ult., to take measures to 
secure a grant of land from Congress to aid in 
building a railroad from the Mississippi to Coun- 
cil Bluffs, and from Dubuque to Keokuk. The 
convention was organized by the appointment of 
Ex Governor Lucas as President; Arthur Bridge- 
man, of Lee, Wm. H. Merritt, of Dubuque, David 
Rider, of Jefferson, A. E. D. Boquet, of Marion, as 
Vice Presidents; and Wm. P. Clarke, and Thos. 
Tostevin, Secretaries. 

The convention was addressed by a number of 
gentleman, and a series of resolutions adopted, 
declaratory of its object. The resolutions claim 
that the proper line for a railroad to the Pacific 
should tollow the general latitude of the south 
shore of Lake Michigan, crossing the Missouri at 
Council Bluff, and the Mississippi at Rock Island. 
That the value given to the public lands of Iowa 
by the eonstruction of the roads will be vastly 
greater than the present value of the grant asked 
for—that government astenantin common, should 
aid in the construction of the lines named. The 
resolutions state that the State of Iowa is entitled 
to her share of the surplus revenue distributed in 
1836, and that the only way by which she can now 
obtain it, is by a grant of lands—that other States 
have received very large donations for interna] im- 
provements, upon precisely the same principle 
which the above grant is asked. 

A memorial to Congress was also adopted by the 
convention, setting forth that the routes of the 
roads for which aid is asked, have been surveyed, 
and found to be favorable—that said railways are 
extremely important to the welfare of the inhabi- 
tants, and indispensable to the proper development 
of the immense natural resources of the State ; and 
that one of said railways will extend from Da- 
buque, the head of our mineral region, to Keokuk, 
at the head of uninterrupted steam navigation of 
the Mississippi river, and the other from Daven- 
port, at the most eligible, if not the only practica- 
ble point tor bridging said river, and at the western 
terminus of the Chicago and Rock Island railroad, 
via Fort Des Moines, to the Council Bluffs—there- 
by forming an important section, upon a direct 
line, of the contemplated railway from New York 
and Boston to the Pacific Ocean. 


The memorial further represents that the pecu- 
niary means of lowa are inadequate to the con- 
struction of the above roads—that they cannot be 
constructed for a long time without aid—that they 
would be of incalculable advantage to lowa—that 
they would greatly benefit the general government 
by the increased value they would give to the pub- 
lands, and that they would promote the interests of 
the people of all the States. 

A committee of five persons were appointed to 
proceed to Washington to urge upon Congress the 
passage ot the bill, consisting of Hon. James Grant, 
of Scott, Gen. V. P. Van Antwerp, of Lee, Hanni- 
bal Emerson, Esq., of Dubuque, George S. Hamp- 
ton, Esq., of Johnson, and Barlow Granger, Esq., 
of Polk. 


We hope the effects to be made will prove suc- 
cessful. Congress has established a precedent by 
which she ought to be bound. lowa presents a 
much stronger claim than Illinois, as a road from 
Rock Island to Council Bluffs, would be a much 
more national affair than the Cairo and Chicago 
railroad. The latter is purely a commercial enter- 
enterprise. If Iowa does not succeed it will be- 
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cause similar means will not be resorted to that 
secured the Illinois grant. 

Missouri will come into the field with similar 
petitions, is preparod to make out a strong case. 
Her two roads are exceedingly important projects, 
not only to that State but to the whole country. 

We believe that the east are equally interest- 
ed in the progress of western railroads as the 
west itself, though the benefit is not so apparent. 
That section of the country supplies us with our 
food, and a large part of what forms the basis of 
our foreign commerce, and is the great market for 
eastern manufactures. Every mile of railroad 
built and every additional ton of produce sent to 
market brings a direct and immediate profit to onr 
commercial and manufacturing classes, 





New Albany and Salem Railroad. 

We learn from the Detroit Free Press that the 
New Albany and Salem road between Lafayette 
and Michigan City, is already untler contract, and 
that the grading has made considerable progress. 
From Michigan City to the State-line of Illinois, 
the road is nearly complete. From New Albany 
northward to Bedford, a distance of about fifty 
miles, the road is also very nearly finished, and 
cars have been running there during a great part 
of the past season. 

The grading and bridging as far north as Gos- 
port is in rapid progress. Arrangements have also 
been effected, by which the Crawfordsville road 
becomes united and consolidated with the New 
Albany and Salem road, and thus, as the entire 
route north of Lafayette is under contract, and the 
work on it now in hand, there remains only the 
short distance between Gosport and Crawfords- 
ville, upon which work is not now going forward. 
The prospect is now fair, that within two years, 
the entire line will be finished between the Ohio 
river and the lakes. The completion of this en- 
terprize will be an important era in the history of the 
great State of Indiana. It will be the longest road 
in the west except the Illincis Central, and will 
develope boundless resources of one of the most ex- 
tensive and fertile sections of the State. 





Terre Haute and St. Louis Railroad, 
We understand that matters are in train, and 
nearly completed, which will secure the completion 
of the Terre Haute and St. Louis railroad by July, 
63, and perhaps sooner. We get this information 
from a reliable source, and it can be depended on. 
— Locomotive. 


Sault Ste. Marie Canal, 

The subject of this important and almost indis- 
pensable work, is vigorously agitated by our enter- 
prising fellow citizens of the Upper Peninsu'a.— 
On the evening of the 8th inst., a public meeting 
was held at the Van Anden House, at the Sault, at 
which Judge Ashmun presided, Messrs. Sherman 
and Coburn Secretaries, and Messrs. Ashmun, 
and Knox, of Philadelphia, Thatcher, of Boston ; 
Messrs. Whittlesey, Cash, and Hanna, of Ontana- 
gon, Mr. Faren, of Jackson, Judge Pratt, of De- 
troit, and Mr. Sinclair, of Cleveland, were the 
Committee on Resolutions. Judges Pratt and Ash- 
mun, and Messrs, Thatcher and Coburn, of India- 
napolis, Stevens, of Ontanagon, Brooks, of Eagle 
Harbor, and Sherman, being called upon, addressed 
the meeting. 

A petition and memorial were got up for presen- 
tation to Congress. The benefit of such a measure 
is incalculable. The immense water power there, 
tor mills, factories, machine shops, and for making 
the finer mineral paints. Property generally on 
the whole lake wili be doubled the moment the ca- 
nal is complete. 

We trust that Congress will give heed, this win- 
ter, tothe again repeated demands of our Senators 
and Representatives for an appropriation to carry 
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forward a work of such moment, not only to Mich- 
igan, but to the entire Union, as this Ship canal.— 
Detroit Free Press. 


Best Cast Steel Axles & Tires, 
(A NEW ARTICLE,) 
For Railroad Carriages and Locomotives. 
‘<a. quality of this Steel is sufficiently attested 
in the announcement that it has carried off the 
first prizes awarded at the World’s competition of 
1851, in London. The axles are in general use on 
the Continent, and are now offered in competition 
with any other that can be produced; and to be 
tested in any way that may be «'esired by the Engi- 
neers of the United States, either by impact or by 
torsion. This Steel is manufactured by Fried 
Krupp, Esq., of Essen, in Renish Prussia, repre- 
sented in the United States b 
THOS. PROSSER & SON, 
28 Platt st., New York. 











November 1. 


To Railroad and Canal Com- 
panies, Contractors, etc. 


HE Undersignead wishes to direct the attention 

of Chief Engineers and Contractors to the faci- 

lities he possesses for supplying them wit. workmen, 

laborers, etc. of any description, and also to remind 

them that he forwards such men to whatever destina- 
tion they may be required. 

Companies or Contractors desirous of receiving 
peaceable and industrous men, will be promptly sup- 
plied at the shortest possible notice. 

C. B. RICHARDS, 
No. 35 Greenwich Street, New York. 

Rererences :—Chas. H. Webb, Esq., Supt. of the 
St. George’s and British Protective Society, New 
York; Messrs. Harris and Leech, Philadelphia, Wm. 
P. Malburn, Esq., Albany. 


Railroad Iron. 
HE undersigned offer for sale 1000 tons Rail- 
road Iron, perch 56 lbs. to the yard,) now at 
Brooklyn. 
CHOUTEAU, MERLE & SANFORD, 
Oct. 1, 1851. 51 New st. 


M. B. Hewson, Civil Engineer, 
(Open to a New Engagement,) 
Memphis, Venn. 


To Stone Masons. 
HE NEW ALBANY AND SALEM RAIL- 
road Company have about 10,000 c. yards of 
Abutment Masonry to let at private contract, to be 
completed by the Ist of July, 1852. 

To contractors who can produee testimonials of 
character for ability as stone Masons, fair, remu- 
nerating prices will be given. 

Early applicants, by securing the work now of- 
fered, will gain advantages over competitors for 
the erection of an additional 15,000 yards, to be let 
out early next spring, in bridging the streams be- 
tween Bedford and Michigan City, via Blooming- 
ton, Gosport, Crawtordsville and Lafayette, (the 
most productive and healthy region in Indiana, ) by 
the knowledge they will have acquired of the re- 
sources of the country. 

Application may be made in person, or by letter 
addressd to the undersigned, at New Albany, In- 
diana. S. B. WILSON, Engineer. 
Engineer’s Office, New Albany, 

Sept. 29th, 1851. t 


Engine Waste. 
LEAN WASTE for Locomotive and Steam- 
boat Engines, in lots as wanted; also, superior 
Steam Packing. Orders, with explicit directions 
for forwarding, should be addressed to 
; J. MORTIMER HALL, 
36 South st., New York. 
November lL. 3m 


Railruad Iron. 


2000 TONS of an gdp pattern 59 to 60 lbs. 
per lineal yard, now manufactured in En- 
gland, and ready for immediate shipment, from thence. 

Also, 2,500 tons of different patters in port and ex- 
pected to arrive within sixty days. For sale by 

DAVIS, BROOKS & Co. 
28 Beaver Street, New York. 

Contracts made for Railroad Iron at a specific price 
delivered in England, or at port in the United States, 




















To Railroad Companies. 
H. & F. BLANDY, Proprietors 
LOCOMOTIVE ENGINE WORKS, 
ZANESVILLE, OHIO. 
| fat sma dye NY give notice to Railroad Com- 

panies that they are now prepared to furnish 
Engines of the most approved construction and fin- 
ish, which, for capacity, speed and durability, are not 
excelled in this country. ° 

Also, ali other Railroad machinery, of both wrought 
and cast iron, pertaining to the road, stations or ma- 
chine shops. 

Terms as favorable as any other builders in the 
United States. 

The facilities for transportation froia Zanesville 
are as good as from any other point in the Union 
having steamboat navigation to the Ohio river, and 
Canal boat and Railroad connection with the Ohio 
river and Lakes. 

One of their Engines, the “‘ Musxineum,” on the 
Central Ohio Railroad, may be referred to, or others, 
at their works. The attention of those interested is 
invited, and orders solicited. 

Oct. 30th, 1851. 


To Contractors. 
Orrice or THE E. anp IL. R. R. Co., 
Evansville, Oct. 23d, 1851. 
EALED PROPOSALS will be received at this 
office from the 13th to the 23d day of Decem- 
ber next, for the grubbing, grading and bridgin 
of that portion of the Evansville and Illinois rail- 
road, lying between Princeton and Vincennes, a 
distance of 24 miles. 

This work includes two bridges; one across 
White River, about 600 feet, the other across Pa- 
toka, about 200 feet. 

Contractors will state what proportion of the 
Stock of the Company will be taken in payment. 

Plans, profiles ana specifications, will be ex- 
hibited, and all requisite information given at the 
Office of the pg wes in Evansville, on and after 
the 13th day of December next. By order of the 
Board of Directors. SAM’L. HALL, 

President. 


RAILROAD SPRINGS. 


Fuller’s India-rubber Springs. 
‘T"aake are now made in our own Factory, of 
the best materials. Each spring is guaranteed 
to perform the required work. Pure asers guaran- 
teed against adverse claims. 
Car Builders will save great expense by calling 
at the office of the Company. 
23 Courtlandt St., New York. 


To Railroad Companies. 
fe uncersigned has discovered and patented 
an imperishable, cheap, and sufficiently elas- 
tic substance, to be introduced between the sill and 
rail, so that the stone sill can be used in place of 
the wooden sill: entirely overcoming that rigidity 
where the rail is laid directly on stone. Address 
J. B. GRAY, Philadelphia. 
July 10, 1851. 4m 


Railroad Iron. 
HE undersigned are prepared to enter into con- 
tracts now at specific prices, to deliver Rail- 
road Iron during the coming Winter and Spring, 
free on board at the shipping ports in Wales, or at 
ports in the United States. 
CHOUTEAU, MERLE & SANFORD, 
Sept. 30, 1851. No. 51 New st. 

















To Contractors. 
Orrice Witmincton & Mancuester R.R. Co., 
Marion C. H., S. C., October 18, 1851. 
EALED PROPOSALS will be received until 
the 15th of December next, for the Piers of a 
Bridge across the Great Pee Dee River. The job 
comprises four piers, one a very heavy pier for a 
draw, and the sinking of cast iron hollow piles by 
“ Dr. Pott’s Pneumatic Process,” for forming foun- 
dations. The plans and specifications of the picrs 
will be exhibited by the Secretary of the Company 
at Marion Court House, and by the Resident En- 
ineer, L. J. Fleming, Esq., at Wilmington, North 
arolina. WALTER GWYNN, 
Chief Engineer Wilm. and Man. R.R. 





November 1. Richmond, Va. 





Ge REN REA OTEE  N EEL LET NE IE TR 








! 
i 
: 


oe 














RATLROAD Bale ony FINDINGS, 


64 Wourtlandt street, New York. 

Having established a general Depot for the sale 
ot articles used in the construction of Railroads, 
Locomotive Engines and Railroad Cars, we would 
ipvite your attention to our establishment. We 
have already in store a good assortment of CAR 
FINDINGS and other articles used in the trade, 
aud feel justified in saying, that should you desire 
anything ‘in our line, we can supply on terms per- 
tectly satisfactory, and in the event of your desir- 
ifig to order, you may feel assured that your terms 
will be as good as though you were here to make 
your own purchases. 

Among our goods may be found Railroad Car 
Wheels, Axles, Jaws and Boxes, Nuts and Wash- 
ers, Bolts, Brass Seat Hooks and Rivets, Window 
and Blind Spriags, Lifters and Catchers, Door 
Lecks, Knobs and Butts, Ventilators and Rings, 
Car Lamps, Coach and Wuod Screws, Jack and 
Bed Screws and Babbitt’s Metal; also Plushes, Da- 
mask, Enameled Head Linings, Cotton Duck tor 
Top Covering in width sufficient without seams, 
Curled Hair and ail other articles appertaining to 
cars, 

Also a new and valuable CAR DOOR LOCK, 
well mony to the Sliding Door. This is decid- 
edly the best yet introduced. 

LOCOMOTIVE ENGINE LANTERNS, the 
Sest article made inthe country. Whistles, Gauge 
and Oil Cocks, Hemp Packing, American, Russian 
and Italian. We are also agents for Lightner’s 
Patent Journal Box for Car Axles, that invaluable 
iavention, for the economical use and preservation 
of Car Journals. 

Coach VARNISH and Japan of the best quality. 

We would also offer our services for the purchase 
as well as for the sale of goods on commission.— 
Both members of our firm have had the experience 
of many years in the manufacture of Railroad Cars, 
and our Senior was a member of the well known 
house of Davenport & Bripces, Car Manufac- 
turers, Cambridgeport, Mass. Withour knowledge 
of matters pertaining to Railroads, we feel quite 
confident in giving satisfaction to both buyer and 
seller, and hope that through assiduity and atten- 
tion to any business entrusted to our care we shall 
merit a continuance of confidence and patronage. 

BRIDGES & BROTHER. 

July 22, 1851. 


Lightner’s Patent Axle Boxes. 
HE Undersigned are Agents ior, and offer for 
sale, Lighiner’s Patent Axle Boxes, for Rail- 
road Cars and Tenders, which have, by thorough 
experience, been demonstrated to be one of the most 
valuable improvements ever introduced in Loco- 
motion. ‘The saving effected in oil alone, will in 
a few months pay the first cost of these boxes, inde- 
pendent of other advantages. They are now in use 
upon the following, among other roads, viz: 
Boston and Worcester, Boston and Providence, 
Bosten and Fitchburgh, Nashua and Lowell, Pro- 
videuce and Worcester, Northern, N.H., Cheshire, 
Manchester and Lawrence, Concord, N.H., Con- 
cord and Claremont, Ogdensburg, (Northern, N.Y.) 
Stonington, New London Willimantic and Palmer, 
New Jersey Central, New Hampshire Central, 
Worcester and Nashua, Fitchburg and Worcester, 
Connecticut and Passumpsic, Lowell and Law- 
rence, Salem and Lowell, Wilton Branch, New- 
buryport. 
Below will be found the certificates of a number 
of gentlemen, whose opinions will be good authori- 
ty fn every part of the country. 


Office Boston and Prov. R. R., 
Boston, Dec. 28, 1849. 
Ma. Jonw LicHTNER, 

Sir,—it affords me pleasure to say, that after two 
years’ trial of your boxes, I am fully and entirely 
satisfied of their superiority over any other pattern 
we have used. This superiority consists in econo- 
my of oil and freedom from “heating.” 1 have 
tried every pattern of box in use, of any note, and 
do not hesitate to say, that you have devised one 
which in every respect combines greater advanta- 
ges than any other within my knowledge; these 
advantages are so manifest, hat I am fitting up ail 
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our cars with your boxes, as fast as practicable. 

Annexed, is a statement of an experiment with 
your boxes, the result of which may be of use to 
your interests. 

Ten passenger cars, running 72 wheels, fitted. up 
with Lightner’s boxes used 414 pints of Patent Oil, 
at 50 cts. per gallon, ran 43,099 miles, equal to 5°18 
pints per wheel for 43,099 miles. Speed, 30 to 40 
miles per hour. 

Very respectiully yours, 
W. RAYMOND LEE, Supt. 

I have examined the above statement of Mr. +8 
and fully concur with him in his opinion of the su- 
periority of Lightner’s box. 

GEORGE S. GRIGGS, 
Supt. Machine Shop B. & P. R. R. 


Boston, July 26, 1849. 

This 1s to certify that J. Lightner’s axle boxes for 
railroad cars and locomotive tenders, have been in 
use on the Boston and Worcester railroad one year, 
and I anhesitatingly pronounce it, in my opinion, 
the best and most economical one in use, requiring 
less oil, of easy application, not susceptible of de- 
rangement, as in most kinds in use. hen requir- 
ing repairs or renewal, the same may be done in 
one-fourth of the time usually occupied for that 
purpose. The box requires oiling not oftener than 
once a month—is kept quite free from dust, and 
consequently wears much longer than those gene- 


tally in use. 
D. N. PICKERING, 
Supt. Motive Power, B. & W. R. R. 


Office of Boston Locomotive Works, 
December 12th, 1849. 

The Boston Locomotive Company have been us- 
ing J. Lightner’s patent axle boxes under the ten- 
ders of their engines for several months, and find 
them more highly spoken of by the railroad com- 
panies that have used them in regard to economy 


in the use of oil, their durability and their ease of 


adjustment, than any other boxes which they have 
used. We therefore do not hesitate to recommend 
them to all railroad companies. 
ANIEL F. CHILD, 
Treas. Boston Locomotive Works. 


Taunton Locomotive Works, 
Taunton, July 7, 1849. 
Mk. [I. F. Auexanper, 

Dear Sir,—Your favor of yesterday came to hand 
in which you ask what success we have met with, 
in using Mr. Lightner’s patent box for cars, en- 
gines, &c. 

We have put it in use on the Boston and Provi- 
dence railroad, New Bedford and Taunton Branch 
railroad, Central railroad, N. J., Norfolk County, 
Rutland and Burlington, and as yet we have not 
had one complaint from them; and from what we 
have used of it, and witnessed, we do not hesitate 
to say that it is superior to anything in use for that 
purpose. It is simple in its construction, and easy 
of access, and the reservoir is held close to the 
shaft, and the oil and journal is perfectly secure 
from dust; they will run from four to six weeks 
without replenishing the oil. The brass inthe box 
is changed very much easier than by any other plan 
that we have seen. 

Very resp. yours, 
W. W. FAIRBANKS, Agent. 


Office Providence & Worcester R. R. Co., 
rovidence, Dec. 17th, 1850. i 
H. F. ALexanper, Esq., 

Sir,—The “ Lightner patent boxes” for cars and 
locomotives have been in use under a portion of the 
passenger cars and engines ofthis company for up- 
wards of two years, and have given very great sa- 
tisfaction. 

Though combining many excellent qualities, 
their great superiority consists in the economy ot 
oil. 


The result of experiments upon this road shows 
the consumption of oil by the use of this box, to be 
not more than one sixth part the quantity consum- 
ed by the use of the common box. : 

With the common box, eight passenger cars, 64 





wheels, running miles per day, consumed in 12 
months 520 golcos ot oil, being an average of 8} 
gallon per whee per annum. 
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With the Lightner box the same cars running 
the same number of miles per day, during the same 
space of time consumed 73} gallons of oii, being an 
average of 1 gallon per wheel per annum. 

So manifest are its advantages over any other 
box used by this company, it is intended to place it 
under all our cars as soon as practicable. 

Besides the saving of oii, as they aftord complete 
security from dust, we think them more durable 
than any other bex in use. 

Another advantage resulting from the use of this 
box is, cars run more easier than with the common 
box. The saving in fuel which it would effect, 
would of itself, we think be a sufficient inducement 
to ase this box in preference to any other known 
to us, 

Very respectfully, 
ISAAC H. SOUTHWICK, Supt. 
JOHN B. WINSLOW, 
Supt. Machine Shop, P. & W. R. R. 


Cambridgeport, April 5th, 1851, 
H. F.. ALexanper, Esa. 

Sir,—This may certify that | have been engaged 
in the manufactufe of railway cars since 1834, and 
have built for the different railroad companies cars 
of all descriptions to the amount of three millions 
of dollars, and have used on the above cars all kinds 
of journal boxes, and find that none give better sa- 
tisfaction than the ‘‘ Lightner patent box,” both on 
account of the saving of oil and the arrangement for 
taking out and re-placing the composition by means 
of the sliding key, and other conveniences which 
no other box possesses, 

Yours respectfully, 
CHARLES DAVENPORT. 


Worcester, March 17th, 1851. 
H. F. Avexanper, Esq. 

Dear Sir,—This isto certify that I have been for 
some years past engaged in building cars, and that 
I have tried most, if not all of the patent boxes, and 
have found Lightner’s patent superior to all others 
as far as the saving of oil is concerned, also the 
ease with which they are fitted and exchanged in 
case they get out of order. 

For the last three years, I have put them under 
all of the cars 1 have built, and in every instance 
they have given the mostentire satisfaction. 

Yours truly, 
OSGOOD BRADLEY. 


Office Union Works, So. Boston, 
May 23d, 1851. 

This certifies that I have applied Mr. J. Light- 
ner’s patent axle boxes to my locomotiues and ten- 
ders for the pasttwo years. 1 consider them supe- 
rior to all others,—economical in their use, and pos- 
sessing many important advantages not found in 


any other bokes, 
SETH WILMARTH. 


Office 15, R. R. Exchange, Boston, 
June 1, 1851. 

This is to certify, that we have known the suc- 
cess of Lightner’s poses journal boxes upon vari- 
ous roads in New England the past three years, and 
have been led to examine their peculiar construc- 
tion.—We are well satisfied of their merits, and 
have adopted them upon our small gravel cars, and 
take pleasure, as we ever have done, in recom- 
mending their use upon all roads where we are em- 
ployed in the construction. 

GILMORE & CARPENTER, 
Contractors. 


Amoskeag Manufacturing Co. Machine Shop, 
Manchester, May 31, 1851. 
H. F. ALexanper, Esq. 

Dear Sir,—We are using the Lightner box on 
all the engines and tenders we build, and we are sa- 
tisfied that it isthe best box in use, and recommend 
the org to all those who purchase engines at our 
works, 


Yours respectfully, 
0. W. BAYLEY, Agt. 


This is to certity that the Fitchburg railroad 
company having become satisfied of the superiority 
of J. Lightner’s patent Axle Boxes for Railway 
Cars and Locomotive Tenders adopted the same 
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and.are bringing them into-general use upow their| 


ne year’s experience with the above improve- 


‘ment, has fully convinced me that there has never 


been anything offered to the public forthat purpose 
which possess such intrinsic value; int act, this is 
an improvement which seems to overcome all the 
difficulties found in all the various kinds now in 
use, It sses very many advantages over all 
others: Some of which are [first] the first cost is 
much less than that of most boxesin use. [Second- 
ly] 75 per cent is saved in oil; one gill applied to 
each Journal once a month, or one quart to an 
eight wheel car, is all these boxes require per month 
(Thirdly] no dust can gain access to the Journal, 
which is constantly lubricated with clean oil; hence 
the saving in repairs ot Journals and composition 
bearings, is a matter of importance. [Fourthly,] 
its construction is truly simple—not complicated, 
having nothing liable to become louse by constant 
and severe service. [Fitthly] for convenience there 
is nothing which approaches this improvement.— 
The composition bearings may be removed from 
the Journals of an eight wheel car, by one man, 
and returned, or duplicates, in twenty minutes, 
while under the car: the same would require two 
men, at least half a day with other boxes in use.— 
The trucks and wheels using these boxes, are free 
from oil and dirt, usually seen upon all railroad 
cars, at great expense to the corporation. 
NATH’L JACKSON. 
Supt. Car Building and Repairs, F.R.R. Co. 


Boston, March 9, 1849. 

I hereby certify, that I have examined a box for 
Car Journals, invented by Mr. Lightner of Rox- 
bury, Mass, and I have thought so well of it that I 
have adopted it on our railroad, I have known of 
its success on other roads. 

S M. FELTON, 
Supt. F. R. R. 


Office of the Central R. R., N. J., 
Elizabethtown, May 1849. 
H. F. ALExanpsR, Esa@., 

Dear Sig :—Your favor, [wishing to be informed 
how we liked Lightner’s patent axle boxes for R.R. 
Journals,] has been duly received; in answer we 
would say, we have used the boxes on Locomotive 
tenders one year, more or less, and on our cars 
some six months. I consider them the best boxes 
in every respect, I have ever used, or even seen 
used on any other roads—for safety, durability and 
the economy pertaining to all the details connected 
with the boxes and Journals of R. R. Car wheels; 
and we shall adopt them upon this road. 

Yours Respectfully, 
JOHN O. STEARNS. 
Supt. Central Railroad Co., N. J. 


Manchester, N. H., Nov. , 


Ist, 1850. 
H. F. Alexander, Sir, 

Ihave used “ Lightner’s Boxes” under all the 
Cars of the Manchester and Lawrence railroad, 
and feel no hesitation in saying that | think them 
to be the best boxes now in use. 


ours, &c., 
THEODORE ATKINSON, Agent. 
Cheshire R. R. Office, ee 


March 5th, 1851. 
Mr. H. F. Alexander, 

Sir,—Lightner’s Patent Boxes have been used on 
the Cheshire R. R. about a year, and have given 
the highest degree of satisfaction. 

All the Passenger Cars now in use, and a con- 
siderable number of Merchandize Cars are furnish. 
ed with them, and they will take the place of the 
Common Boxes on all the cars as fast as circum- 
stances will permit. 

Very Resp’t. 
L. TILTON, 
Supt. Cheshire R. R. 


Boston and Worcester Railroad, 
Boston, April Ist, 1851. 
H. F, Alexander, Esq., 
Dear Sir,—Lightner’s Patent oil saving box for 
railroad ‘cars; has been adopted by this corporation ; 
we are taking out the common and substituting the 


/Lightner’s‘at the rate of fifty boxes per morth 5 ‘it 
will soon take the place of all others, as it is decid- 
edly preferable to any heretofore used by this cor- 
poration. G. TWITCHELL, Supt. 


Statement of amount of oil used on 32 8-wheel 
freight cars, on the Boston and Providence Rail- 
road (with Lightner’s Boxes) from March 10, 1849, 
to February 27, 1851, and upon 12 8-wheeled pas- 
senger cars from September 8, 1849, to February 


27, 1851 
FREIGHT CARS. 


Amount Oil. No. months. Amount Oil. No. months. 
1.—21 pts. 10 17.—23% pts. 14 
2—19 * 6 18.—234 “ 11 
3.—25 13 19.—36 ‘ 21 
4—18 “ 7 20.—22  “ 10 
5.—22 “ 12 21.—383 “ 24 
6.—24 * 13 22.—29 * 23 
7.—20 ‘* ll 23.—354 “ 23 
8.—21 = il 24.—374 ‘ 23 
9.—234, ‘ 10 25.—51 ny 23 

10.—21 sy 9 26.—314 24 
11.—20 * 9 27.—284 ‘ 23 
12.—214 “ 11 28.—36 * 23 
13.—19 “* 8 29.—504, ‘ 24 
14,.—253 ‘“ 17 30.—50 “ 23 
15.20; “ 10 31—41 “ 93 
16.—31 « 18 32.—39}; “ 23 


Total, 925} pts. 510 
PASSENGER CARS. 


1.—193 pts. 18 7.—30 pts. 18 


2.—254 “ 18 8.—253 18 
3.—334  “ 16 9.—29 “ 18 
4—19 <“ 15 10.—464 “‘ 17 
5.—15 “ 15 li—9 “ 9 
6.—22 ‘« 18 12.—653  “‘ 17 

Total, 340 pts. 197 


Averaging 1 4-5 pints of oil for freight, and 1 7-10 
for passenger cars per month only! 
All orders and enquiries promptly attended to. 
BRIDGES & BROTHER, 
No. 64 Courtlandt st., New York. 
July 25, 1851. 


Trautwine on R. R. Curves. 
By Joun C. Trautwine, Civil Engineer, 
Philadelphia, Pa. 

J UST published, accompanied by a Table of Nat- 

ural Sines and Tangents to single minutes, by 
means of which all the necessary calculations may 
be performed in the field. 

This little volume is intended as a field-book fo: 
assistants; and will be found extremely useful, as 
it contains full instructions, (with wood cuts) for 
laying out, and adjusting curves; with Tables of 
Angles, Ordinates, etc., tor Curves varying from 13 
miles, down to 146 feet Radius. 

A portable Table of Natural Sines and Tangents 
to minutes, has for a long time been a desideratum 
among Engineers, independently of its use in lay- 
ing out curves. 

The volume is neatly got up in duodecimo; an. 
handsomely bound in pocket-book form. 

Sold by Wm. Hamilton, Actuary of the Frank- 
lin Institute, Philadelphia. Price $1. 

Also, “ Trautwine’s Method of Calculating Ex- 
cavation and Embankment.” 

By this method, which is entirely new, (being 
now made known for the first time) the cubic con- 
tents are ascertained with great ease, and rapidity, 
by means of diagrams, and tables of level cuttings. 
Thin octavo; neatly half bound, $1. For sale by 
Wn. Hamilton. 

June 28, 1851. 


Railroad Iron. 
MON'TRACTS made by-the subscribers, agents for 
the manufacturers, for the delivery of Railway 
fron, at any port in the United States, at fixed prices 
and of quality tried and approved for many years, on 
he oldest railways in this country. 
RAYMOND & FULLERTON , 45 Cliff «t. 


CORROSIVE SUBLIMATE. 
HIS article now extensively used forthe preserva- 
tion of timber, is manufactured and for sale by 
POWERS & WEIGHTMAN, manufacturing Chem- 
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To 


gineers, Directors 
ilroads, Canals, ete. 
A Civil Engineer and Surveyor, whc has been 
professionally engaged under the British Gov- 
ernment, East India Company, etc., is desirous of 
obtaining employment as an Assistant. No objec- 
tion to the South or West. Address for one month 
to C. E. & S., American Railroad Journal office. 
August 16, 1851. 


To Engineers. 

NEW WORK on the Marine Boilers of the 

United States, prepared from authentic draw- 
ings, and illustrated by 70 engravings, among 
which are those of the fastest and best steamers in 
the country, has just been published by B. H. Bar- 
tol, Engineer, and is for sale at the store of 

D. APPLETON & CO., 
Broadway 


of Ra 





_ September 1, 1851, 228 abe 


Pneumatic process for making 
Foundations for Bridges, 


Piers, ete. 

HE Attention of Engineers, Contractors, and 
Bridge Builders, etc., is directed to tnis meth- 
od of forming secure foundations. Hollow Cylin- 
drical piles from 8 inches to 10 feet in ciameter 
may be sunk through sand, mud, clay, etc., to any 
reqgiers depth, and filled with concrete or masonry. 
The efficacy and economy of the process has been 
demonstrated in the construction of numerous per- 
manent works, at a much less cost than the use of 
any other method. (See evidence in Parliamenta- 

ry enquiry, Railroad Journal, April 19, 1851.) 
Contracts made, or licenses granted for the use 
of the invention in any part of the United States, 

by CHARLES PONTEZ, 

; 34 Liberty street, N. Y. 


LOW MOOR IRON, 


HE LOWMOOR IRON COMPANY hav- 

ing appointed Wm. BAILEY LANG their sole 
agent in America and Canada, he is now prepared 
to receive and execute all orders for Railway Tire 
Bars, bent, welded, and blocked Railway Tires, 
Axles, Piston Rods, and Boiler Plates. Also, plain, 
angle, rivet and every other description of Low- 
moor Iron. 

Ail communications respecting the above are 
requested to be sent to Wm. Bailey Lang, at his 
Steel Warehouse, No. 9 Liberty Square, Boston, 
or to the Lowmoor Iron Works, Bradford, York- 
shire, England. 30th Sept., 1851. 


RAILROAD SPRINGS, 
Fuller’s Patent India-rubber 
Springs. 

RICE reduced tv 50 cents per pound. The 

owners of this Patent now manufacture the 

Springs in their own Factory, and guarantee that 
each spring shall perform its required duty. 

Purchasers guaranteed against adverse claims. 
They may have full confidence in the working 
qualities of the springs. 

The suits brought against Ray & Co., will soon 
be brought to issue, nd we await the result with 
satisfaction, having full confidence in the pure ad- 
ministration of the Laws. 

The long advertisements put forth by Ray & Co. 
about prior invention of the spring are worthless 
he has not proved prior invention, and cannot sus- 
tain his patent in a Court of Law. 

For the owners of Fuller’s Patent, 
.G. M. EVITT, 
23 Courtlandt st., New York. 
October 7, 1851. 


Railroad Iron. 
HE undersigned, Agents for British Manufac- 
turers, continue to sel] Railroad Iron of the 
best quality, and of any weight or pattern required; 
Te at any part of the United States or Can- 














a. 
They have now on hand, ready for delivery at 
~~ ork: , - 
,000 tons of an approv: ttern, weighing abeut 
60 lbs. to the yard. er bs 
WM. F. WELD & CO., 
42 Central Wharf, Boston, 
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“Practical and Scientific Books 
PUBLISHED BY 


HENRY CAREY BAIRD, 
SUCCESSOR TO E. L. CAREY, Puivapevraia. 

For sale by Dewitt & Davenport, Tribune Build- 
ings, New York, and Booksellers generally through- 
out the United States and Canada. 

Now being published in Twelve Parts, price 25 
ceuts each, the PRACTICAL MODEL CALGU- 
LATOR, for the Engineer, Machinist, Manufac- 
turer of Engine work, Naval Architect, Miner and 
Miliwright.—By Oliver Byrne, Compiler and Ed- 
itor of the Dictionary of Machines, Mechanics, En- 
Som Work and Engineering, and Author of various 

athematical and Mechanical works—illustrated 
by numerous Engravings ; forming, when complet- 
ed, one large volume, octavo, of nearly 600 pages. 

It will contain such calculations as are met with 
and required in the Mechanical Arts, and establish 
models or standards to guide practical men. The 
tables that are introduced, many of which are new, 
will greatly economise labor, and render the every- 
day calculations of the practical man comprehensive 
and easy. Fromevery single calculation given in 
this work other calculations are readiiy modeled, 
so that each may be considered the head of a nu- 
merous family of practical results. 


+ he examples selected will be found appropriate, 
and in all cases taken from the actual practice of 
the present time. Every rule has been tested by 
the unerring results of mathematical research, and 
confirmed by experiment, when such was necessary. 

The Practical Model Calculator, will be found to 
fill a vacancy in the library of the practical work- 
ing man long considered a reqvirement. It will be 
found to excel all other works of a similar nature, 
from the great extent of its range, the exemplary 
nature of its well selected examples, and from the 
easy, simple and systematic manner in which the 
model calculations are established. 

Parts 1, 2 and 3 now ready. 

American Miller and Millwright’s Assistant, 

By W.C. Hughes. 12mo., illustrated...$1 00 
Byrne’s Practical Model Calculator. In 12 

WIASUS, COORD. «0056 060s ceccceces cove voce 
Byrne’s Treatise on the American Steam En- 

gine. 8vo bee BECO 0. 000 36500000 veces 
Booth’s Encyclopedia of Chemistry. In one 

vol. royal 8vo, 974 pages, sheep.......... 5 00 
Builders’ Companion. By A.C. Smeaton.— 

Seventy illustrations, 12mo., cloth........ 
Cotton Spinner and Manufacturers’ Compan- 

ion. ByScottand Byrne. In one vol. 8vo., 

cloth, with large working drawin 
Cabinet Maker and Upholsterer’s Companion. 
1Bm0o,, cloth . . os ss scieeiwr.. Sov senes es 
Dyer and Color Maker’s Companion. 12mo., 


eeereces 


clo eeeeeeee eee Cees COPS eee eeee eeeeee 
Elwood’s Grain Tables. A new edition, in 
ye Oe 1 
Encyclopedia of Useful Knowledge. 8vo., il- 
EE Kits harden hace aku eds gneseans <p: 0 
er Photogenic Manipulation. 16mo., 
Cc eeer eeee eeee eee eeeee eeee eeee eeeeee 
Gregory’s Mathematics for Practical Men. 
Illustrated, 8vo., cloth......... kis 
Household Surgery, or Hints on Emergencies. 
By J. F. South, M.D. 12mo., cloth...... 1 
Leslie’s Complete Cookery. 4ist edition, 12 
DOM bia. d new ah > ap eabe acti padcie ohmanie 
Morfit’s Perfumery: its Use and Manufac- 
ure, 12mo., cloth ites nena 
M o.tir’s Treatise on Tanning, Currying, and 
Y,, a‘aer Dressing in General. In one vol. 
1 tge 8vo., [in press] save 
Norris’ Hand-book for Locomotive Engineers. 
By Septimus Norris, 12mo., cloth....... 
Neill’s Fruit, Flower and Kitchen Garden. 
Illustrated by numerous plates, 12mo. cloth. 
Overman on the Manufacture of Iron and 
Steel. Illustrated, 8vo., cloth, new edition. 
Practical Metal Workers’ Assistant. By C. 
Biotenpetel, with numerous illustrations, 
Syo., cloth.. cank wicks 
Painter, Gilder, and Varnishers’ Companion. 


1 00 
1 00 
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1 50 
1 25 
5 00 


4 00 
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HE Fourth Annual Exhibition of American 
Manuracrores, by the Maryuanp InstiTUTE 
for the Promotion of the Mechanic Arts, wil| be 
opened in Baltimore on the 20th October, 1851. 
The Exhibition will be held in the Sprenpip 
New Hatz of the Institute, (fronting on Baltimore 
street) now being rapidly completed. Their edifice 
is centrally situated, chaste in its architecture, solid 
in its construction, and is by far the largest and 


to the Mechanic Arts. It may be added that this 
building is 355 feet long by 60 in breath, with an 
average height of 68 feet, containing some twelve 
apartments, the largest of which is 255 feet by 60, 
and that the cost will be over $70,000. 
To this Exhibition, the Managers ask the atten- 
tion of all engaged in industrial pursuits through- 
out the country, and cordially invite them to con- 
tribute specimens of their best productions for pub- 
lic inspection, and to compete for the prizes offered 
by the Institute. These prizes consist of GoLp and 
Sitver Mepavs, Diptomas, etc., which were last 
year distributed as follows :—Gold Medals, 16; 
Silver ditto, 90; Diplomas, 60; besides 85 articles 
of Jewelry, eic., to ladies. Fair play will be scru- 
pulously observed towards all,.and every facility of 
Steam power, shafting, fixture, labor, &c., &c., 
will be —— provided free of expense. The ma- 
chinery willbe under a special superintendent, and 
a fine ge gr of it is looked for. The last exhi- 
bition of the Institute was visited by more than 
40,000 persons, and with their vastly-improved ac- 
commodations and alterations, this number will be 
doubled at the coming display, embracing many 
Virginians, Pennsylvanians, and other strangers 
trom the South and West. 

Joshua Vansant, President. 

Ed. Needles, 

F. A. Fisher, 

Samuel Sands, Ree. Sec’y. 

Wm. Prescott Smith, Cor. Sec. 

F. J. Clare, Treasurer. 

BOARD OF MANAGERS. 

Ross Winans, Simeon Alden, 


, Vice Presidents. 


P. S. Benson, J. T. Watson, 
Josiah Reynolds, W. Robinson, 
Thomas Stowe, Wm. A. Boyd, 
Thos. J. Lovegrove, Adam Denmead, 
A. Flannigain, C. W. Bentley, 
E. Larrabee, Geo. R. Dodge, 
John F. Davis, Saml. E. Rice, 
Wn. H. Keighler, John F. Mereditt, 
Richard Edwards, Jr, W. Abrahams, 
Wm. Bayley, Thos. Trimble, 
R. Eareskson, Chas. Suter. 
( The last nine im Italics are the Committee 
on Exhibition.) 


The Hall will be opened for the reception of 
goods on Monpay, 13th October ; on the next Mon- 
day, 20th, at 7p. m., the Exhibition will be tormally 
orened to the public, and will positively close on 
Wednesday, 19th November. Articles for compe- 
tition must be in the Hall by Thursday night, Oct. 
16, wnless delayed in shipment after starting in am- 

time. 

Those who intend depositing, will give the Com- 
mittee or the Agent, notice as early as possible, 
stating the nature of the goods, and probable amount 
of room required, to exhibit them to advantage 

Circulars, containing a view of the new Hall 
and the full regulations of the Committee, with 
special information, if required, may be had 
promptly, by addressing the undersigned, or the In- 
stitute’s Agent, J.S. Selby, Baltimore, post-paid. 

ADAM DENMEAD, 
Chairman Com. on Exhibition for 1851. 


SUPERIOR BLACK WRITING & COPYING 
INK. 
Jones’ Empire Ink. 
87 Nassau st., Sun Building, New York city. 
Ne} prices to the trade— 
Quarts, per dozen, $1 50 |60z. perdozen, $0 50 
Pints, - 100 |}4 * rs 0 37 





3ounces,  “ 064);2¢  « 0 25 
On ht per Gallon, 20 cents. 

This is the best Ink manufactured. it flows freely, 

is a good copying ink, and will not mould, corrode, 

pain x seh ordecay. Orders for export, or home con- 





New edition, 12mo., cloth............... 7 
Randall’s Sheep Husbandry in the South. II- 

Justrated, 8vo., cloth.............0..20. 1 25 
Steam for the Million. 8vo., paper........ 37 


tion, carefully and promptly attended to b’ 
ee THEODORE LENT. 







most complete building in the United States, devoted 


$| and he will make to or 


To Railroad Companies, ete. 
: The undersigned has at last suc- 
ceeded in constructing and pocaving 
by letters patent, a Spring Pad-loc 
=== Which is secure, and cannot be 
= knocked open with a stick, like oth- 
e er spring locks, and therefore partic- 
ularly useful for locking Cars, ay 
Switches, ete. 


I also invite attention to an iin- 
SPRING LOCK, for SLIDING 
Doors to Freight and Baggage Cars, now in use upon 
the Pennsylvania Central, Greensville and Colum ia, 
S.C., Reading, Pa., and other Railroads. 

Companies that are in want ofa good Pad-lock, can 
have open ameien sent them that they may examine 
and judge for themselves, by sending their address to 

C. LIEBRICH, 
46 South 8th St. Philadelphia. 
May 9, 1851. 





The American Railroad Chair 
Manufacturing Co. 






A’ prepared to make WROUGHT IRON RAIL 
ROAD CHAIRS, of various sizes, at short no- 
tice. 

By use of the Wrouaut Iron Cuam, the necessity 
of the wedge is entirely done away—the lips o1 the 
chair being set, by means of a sledge or hammer, 
close and firmly to the flange of the rail. 

The less thicknessof metal necessary in the Wrought 
Iron Chair gives much greater power and force to the 
spikes when driven—and consequently a much less 
liability to the spreading of the rails by reason of the 
spikes drawing or becoming bent. 

The less weight necessary in the Wrought Iron 
Chair, wil! enable us to furnish them at a cost much 
below that of Cast Iron Cuarrs. 

DESCRIPTION OF THE AROVE CUTS. 

Figure 1 is a perspective view of the rail secured in 
the chair, and fig. 2 is a perspective view of the chair 
itself. D, E, are sections of two rails placed together, 
and secured at the joint on the chair by the jaws 8, B. 
The chair is bolted down by spikes C, C. In fig. 2, 
the chair is represented as made of a single block or 
plate A of wrought iron. 

The chair is set in its proper place on the track, 
spiked down, and the ends of the two rails brought 
together within the jaws as represented in fig. 1. 

or further information address 
N. C. TROWBRIDGE, Secretary, 
Poughkeepsie, N.Y. 
June 1, 1851. 


Railroad Commission Agency. 
HE Subscriber offers his services to Railroad Co’s 
and Car Makers for the prchase of equipment 
and furniture of roads and depots and all articles and 
materials required in the construction of cars,.with 
cash or approved credit. No e fort will be spared to 
select the best articles at the lowest market pri.e. 

He is sole Agent for the manufacture of the EN- 
AMELED CAR LININGS, now in universai-v *». 
The best Artists are em ores in designing new styles, 

er pieces with apprepriate de- 
8 for every part ot the car, in all colors, or with 
er grounds and bronzed or velvet figures. 

He is also Agent for —— Car Window Sash Fas- 
eo is preferred x all who have used it to 
any other. CHARLES STODDER, 

75 Kilby st., Boston. 

June 20, 1851. 3m. 














